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wHy NoT AUDIT your 
PACKAGING SYSTEM? 


T is just as necessary to check efficiency without unnecessary 
up on your packaging system _—cost or expense. 
as it is to audit your books. To secure the utmost efficiency 
It is important to know that and economy may require only 
your package provides complete a slight change in your present 
| protection, convenience and packaging method. Or it may 
sa necessitate the complete redesign- 
ing of your whole packaging 
system. 
SEND FORTHE PACKAGE ENGINEER 
In either case, it will pay you 
to send for an 
H & D Package 
Engineer. 


y. 
(further 


There’s no charge or 
obligation. 


A copy of the latest 
H & D booklet on sci- 
entific packaging in 
i F your industry is yours pe me pes oem OP: uired 
bapieered ee for the asking. engineered construction. 


a THE HINDE & DAUCH PAPER CO. 


nested by H & D Engineers. 303 DECATUR STREET 
SANDUSKY, OHIO 


25¢ Per Copy 
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ore the Sun has Made its Round 
imports have been safely transported = 
from the Customs at Vera Cruz to ~ 


TBS MEXMIOO CITY and PACHUCA E** 
— in 23 hours 
PUFBLA — 27 20 hours 


VERA CRUZ is a 
Nearest Entry Port 


THE MEXICAN RAILW: RAILWAY (Electrified) 
is the Only Standard Gauge Line. 


It Is the Shortest Line. 


Ship Via Water and Rail—Lowest Rates 


WEEKLY STEAMER SERVICE TO VERA CRUZ FROM EDIT! 
NEW ORLEANS—AMERICAN FRUIT LINE 
NEW ORLEANS—CUYAMEL FRUIT LINE CURR 
NEW YORK—WARD S. S. LINE 


THE MEXICAN RAILWAY—Vera Cruz Route | 





W. F. PATON, General Agent “t 

Chicago, IIl., 648 Marquette Building New York, N. Y., 82 Beaver Street " 
im 
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Responsible— 
Reliable — Reasonable 


228-236 West Fourth Street 


“Surrounded by the Wholesale District” 


ne 


Merchandise Storage 

Low Insurance Rates 

Pool Car Distribution 

Freight Forwarders and Distributors 

City Delivery Service, Twice Daily 

Prompt and Efficient Service 

Excellent System of Stock Records 
nd Reports 

Members: American Chain of Warehouses, American 

Warehousemen’s Association, Traffic Club of K. oe 


Kansas City Chamber of Commerce, United States 
hamber of Commerce. 
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Write us for Information and Rates 


Published weekly by Tue Trarric Service Corr., 418 S. Market St., Chicago, Ill. Entered 3 
second class matter January 4, 1913, at the postoffice at Chicago, lll, under the Act of March 3, 187 
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“The Right Way to Ship”’ 


= UNTVERSAL> 


A 


Question of Policy 
' 





O 
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The measure of a company’s success in any 
phase of industry or transportation de- 
pends entirely upon the policy it pursues. 


The acknowledged leadership of Universal 
Transcontinental Freight Service in the 
consolidation of less than carload ship- 
ments of Machinery, Automobile Parts, 
Paints, Varnishes, Tires and other com- 
modities for the Pacific Coast did not 


just happen. 


It is the result of following a well defined 
policy of operation for 37 years; the best 
possible time in transit at the lowest pos- 
sible rates consistent with dependable 
and efficient transportation. 


UNIVERSAL 
TRANSCONTINENTAL 
FREIGHT SERVICE 


Operated by 


UNIVERSAL 
CARLOADING & DISTRIBUTING CO. 


Offices in All Principal Cities 


Consolidators of machinery, merchandise, automo- 
bile parts, etc., for more than 30 years 
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L. every line of endeavor, sooner 


il eaH 


or later, there emanates a natural leader. A leader in the true sense, 
which others follow and whose standards of practise are of such 


{| 


quality as to form a basis with which to compare other values, 


Mik 


Such leadership and prestige is not gained by mere accident, but is 


y 


the result of sincere service rendered to patrons in an intelligent, 
economical manner. 


Jf il 


Today the Chain of Tidewater Terminals and Allied Inland Ware: 
houses enjoy the position of leadership in their chosen field. 


I] 


TT 


They offer you unequaled facilities for the shipment, storage and 
distribution of merchandise. 





T] 


ATLANTIC TIDEWATER TERMINALS KEYSTONE WAREHOUSE COMPANY 
G. W. Green, V. P. & Gen’l Mgr. W. J. BISHOP, Gen’l Mgr. 
17 State Street, New York. Seneca & Hamburg Sts., Buffalo, N. Y. 


PHILADELPHIA TIDEWATER TERMINAL 
G. M. Richardson, Gen’l Mgr. & Treas. 
10 Chestnut Street, Philadelphia 


MERCHANTS WAREHOUSE COMPANY 
Snowden Henry, Sup’t 
10 Chestnut Street, Philadelphia 


“ae, “SS 


NORFOLK TIDEWATER TERMINALS, Inc. 
J. A. MOORE, Mazxager . Richard D. Jones, Western Traffic Mgr. 
Norfolk, Va. 1646 Transportation Building, Chicago 


HAINof TIDEWATER TERMINALS 
and ALLIED INAND WAREHOUSES _ y e 


Wh. HARVEY C.MILLER President | 
2 | | W.B.MCKINNEY Secretary&Treasurer /( 


mee ey COMMERCIAL TRUST BLDG. PHILA. PA, 
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Your Plant on 


25 Trunk Lines - - - 


“Trunk line service’ means 
much to big industries. 


Incoming materials and outgoing products both benefit. There 
are ideal locations for an industry where not one but twenty-five 
— lines stand ready to bring and take shipments—from and 


to—east, south, west and north. 











(Pee trunk lines deliver to and receive 
cars from the “Belt of Chicago” in its circuit 
of the city. On its lines every industry gets 
L, the Chicago rates; its shipments save time 
because there are no congested terminals to 
work through. 
























Twenty-five lineal miles of Belt Railway lie 
~.: directly between Chicago and its suburban 
== area. All locations are within an hour of Chi- 
cago’s downtown district—They are close to 
the center of buying, selling and distribution, 
yet far enough out to provide acres and acres 
of accessible, valuable land at reasonable 
prices. 











“ Rates, and speed of service, from all parts of 
© the country to your plant on the Belt Railway 
ZY Company of Chicago are the same as direct 
line rates from and to Chicago. INDUSTRIAL 
DEPARTMENT 


Dearborn Station 
Chicago 
Telephone Harrison 3684 
F. J. Wasson 


General Traffic and Indus- 
_ = trial Manager 





Maps and schedules will be sent on your re- 
quest. 
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OF THE 


GERMAN RAILROAD COMPANY 


Freight Information Office 
11 Broadway, New York City 


The Deutsche Reichsbahn Gesellschaft, Hauptverwaltung, Berlin, authorized its general 
representative, Mr. Hans Engel, in February, 1927, to establish the German Railroad 
Company Freight Information Office, 11 Broadway, New York City. 


This bureau is thoroughly equipped to give full information and data of every con- 
ceivable kind on freight shipments to and from Germany and Central Europe. The aims 
of this freight information bureau are as follows: 


1. Advice free of charge is given to shippers and importers regarding freight 
traffic and tariffs of Germany and all countries adjoining Germany. 


2. Information may be applied for free of charge regarding favorable trans- 
portation opportunities from, to, and in transit through Germany. 


3. Irregularities in freight traffic with Germany, as far as it concerns routes 
via the German Railroad Company, are investigated on application. 


4. Furtherance of effective mutual traffic connections by observation of 
freight traffic in order to establish actual demands. 


While all information is given free of charge, it is pointed out again that the information 
bureau does not attend to any forwarding or shipping of goods, and, therefore, inquirers 
are under no obligation whatsoever for any services received from the bureau. 


There are many American and Canadian business organizations especially prepared 
to export merchandise to Germany and, when it becomes a matter of making shipments and 
any specific questions as to railroad rates, routes, and other essentials arise, they are urged 
to make use freely of the services of this bureau for any particulars desired. 


845" Write for latest map of Germany, free of charge. 


APPLY TO 


GERMAN RAILROAD COMPANY 


Freight Information Office 


HANS ENGEL, General Representative 
11 BROADWAY, NEW YORK CITY 


— — — = = — — — — > 


The Free Freight Rate Service 
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The recently lengthened 
dock accommodates 
5 ships simultaneously 
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You have here every port facility, every piece of equip- 
ment, every accommodation you can possibly want—plus 
a type of Personal Service never developed elsewhere 


Location: The Harbor of Wilmington lies at the confluence of the Christiana 
and Delaware Rivers, within 70 miles of the ocean capes. It is free from ice 
embargoes in winter. It has a frontage on the Delaware River channel of 
about 244 miles; a frontage on both sides of the Christiana River of about 
34 miles. In all, the total utilizable waterfront approximates 12 miles in 
length, for all purposes, all within the scope of progressive development. 


Berthing Space : Constructed of concrete and large enough to accommodate 
j average-sized steamers simultaneously. 2100 feet of berthing quay wall 
permit railroad cars to be loaded and unloaded directly to or from vessels. 


Small Vessel Accommodation: Coastwise shed equipped with mechan- 
ical cargo ramp used for accommodation of side port vessels. 


Cargo Accommodation: A steel-and-brick transit shed 400 feet by 120 feet 
48,000 square feet floor space) parallel with the wharf is provided for the 
selection and distribution of cargoes. 


A coastwise cargo shed, 200 feet by 30 feet (6,000 square feet floor space), is 
equipped with mechanical ramp. Neither shed is used for storage purposes. 


Platforms, 20 feet wide, for receiving and delivering cargo extend the full 
length of cargo sheds. Inside platforms serve railroad cars—car-floor height. 
Outside platforms serve dray or truck—vehicle-body height. 


Warehouses: Connecting with the transit shed and perpendicular thereto, 
are two one-story sheds (500 feet by 120 feet each) having a total area of 
120,000 square feet. These sheds are of fire-proof construction with concrete 
floors and sprinklered throughout. These sheds serve for the assembling of 
domestic and foreign shipments; or for storing merchandise for inland dis- 
tribution, or for sale in the local market. The local market is rich. It holds 
4 population of 15,000,000 (one-tenth of United States population) in the 
aca 100 miles around Wilmington, with some of the wealthiest manufac- 
turing and industrial enterprises of the country. 


These two sheds are served by four railroad tracks with a capacity of 11 cars 


= Outside platforms 20 feet wide, vehicle-body height, serve dray or 
ck, 


coathouse Receipts: Our warehouses are operated under standard terms 
re “ itions. We issue negotiable and non-negotiable warchouse receipts as 

ired, Local banks accept negotiable receipts as collateral for loans on 
merchandise in storage. We shall gladly quote storage and handling rates 
00 application, 


Open Storage Yard: 25 acres of open storage are served by rail tracks and 
concrete roads; and cranes are available for quick handling of heavy lifts. 
In fact, every modern facility for storing and handling of imperishable mer- 
chandise is available. Our yard has a frontage on the wharf of 1500 fect, 
and cargoes may be loaded or discharged directly to or from this yard. 
Four rail tracks serve cargo storage sheds and 44 cars can be spotted at one 
time. Capacity of storage yard is 200 cars. 


Three Railroad Trunk Lines: Direct connection with the Terminal 
tracks is had by the Pennsylvania Railroad, the Baltimore & Ohio Railroad 
and the Reading Company. . 

Concrete Roads: Our Terminal lies within a ten-minute motor drive from 
the business center of the City of Wilmington, and a reinforced concrete 
highway extends through Wilmington’s business section to all parts of our 
Terminal. 


Safe Anchorage: Channel in Christiana River connects with the main ship 
channel of the Delaware about a mile east of the Terminal. Safe anchorage 
is assured. 

Mechanical Equipment: The Terminal is fully equipped with electric and 
steam cranes of sufficient capacity and radius to insure safe and economical 
handling of heavy, bulky or cumbersome materials; electric dock winches; 
steel magnet; steel cargo masts; flood lights; and a fleet of tractors and 
trailers which are used to expedite the movement of cargoes between ships’ 
sides and sheds. 


Lowest Possible Rates: Storage and handling rates at our Terminal are 
low. Insurance‘rate is 22¢ per $100 of declared value. 


Industrial Sites: Hundreds of acres of land suitable for industrial purposes 
are adjacent to our Terminal. 


We invite correspondence. We shall gladly mail special literature, write 
you in detail or send our representative to you if you wish further infor- 
mation on'any phase touching your problems as a user of Atlantic ports. 
It ts not an empty phrase but the only fitting description that Wilmington 
on the Delaware is called the Port of Personal Service. Please address 


CHARLES H. GANT, Manager 


Wilmington Marine Terminal 
WILMINGTON, DELAWARE 
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PEORIA AND PEKIN UNION RAILWAY 


Inquiries Solicited, Address E. F. Stock, Traffic Manager, Union Station, Peoria, Illinois 
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Expedite 
O 


UF 


y' 
Shipments 


By Routing Your Thru Traffic 


via 


PEORIA GATEWAY 


ROUTE BILL OF LADING VIA 
(P. & P. U. Ry.) AND PEORIA, ILL. 


dws Of the fifteen railroad lines entering 
Peoria, the Peoria and Pekin Union 


y \ ‘Y ue ) 
kas Railway Company, a terminal and 
\\ As switching line, is the connecting link 

SN used in the interchange of all the 

trafic between Eastern and Western 
lines and the greater portion of traffic 
between Northern and Southern lines 
passing through the Peoria gateway. 


Expedited Switching Service Between the Following Railroads 
Atchison, Topeka & Santa Fe Railway Co. 
Chicage & Alten Railread Cempany 
Chicago & Northwestern Railway Co. 
Chicago, Burlingten & Quincy Railroad Co. 
Chicago and Illinois Midland Ry. 
Chicago, Reck Island & Pacific Railway Company 
Cleveland, Cincinnati, Chicage & St. Louis Railway Company 
Illinois Central Railread Company 
Illinois Terminal Railroad 
Minneapolis & St. Louis Railroad Company 
New York, Chicage & St. L. R. R. Ce. (L. E. & W. Dist.) 
Pennsylvania Railroad 
Peoria Terminal Company 
Toledo, Peoria & Western Railroad 


Postal card passing reports cheer- 
fully furnished on all carloads. 
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Oe wworactosens 
in Kansas City 
reach 15 million 
people from /Kan- 
sas City at less 
transportation 
cost than from any 


other metropolis 
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INDUSTRIAL COMMITTEE OF THE CHAMBER OF COMMERCE 


KANSAS CIT 





I am interested in this industry: 





j 
/ MISSOURI 


} AH and I attach the coupon to my letterhead as as- 


; surance of my interest, without obligation, of 
* course. 
auams City has 212 existing manufacturing sapere Name 
made em odities bought in large volume which can be 
ms = Profitably here yet which mow are bought inother J) Address 
- - The Book of Kansas City Opportunities” tells 
“ story and will be sent without obligation. Kindly J os 
11629 





use the coupon. 
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Just as many men continue to shy at Friday-the-thirteenth, 
because it is “supposed” to be an unlucky day, so do many 
shippers continue to route their Oriental cargoes via South 
Pacific ports because they are “supposed” to be the nearest 
or natural gateways to the Orient. Habit, largely, yet many 
persist in doing it! 


As a matter of fact—Seattle is the nearest and consequently 
the natural and logical gateway to the Orient. 


Take Yokohama, for instance: Seattle is over 500 miles 
NEARER to Yokohama than are South Pacific ports. By 
the “established trade route” via the Hawaiian Islands, Seattle 
is nearly 1,500 miles nearer. The difference in time is propor- 
tionate—running from a day to a week, depending upon the 
speed of the vessel. The same is relatively true of Kobe, 
Shanghai, Hongkong and Manila—in fact, the entire Asiatic 
Archipelago. 


eee SHIP VIA 


and more propitious de- 


Srovertionste coving (a OM Oe nm © 


in shipping expense. 


THE PORT OF SEATTLE 


o-te- Gvesinnte eutenes of the Port of Seattle insures ee 
kf sfer of cargo ec eee, ee oe 
undred locomotive a bale of tting be handled 
with equal eoue and dispatch. 


Bell St. Terminal - . . Seattle, Washington 


FRI “ 


WHY PAY TRIBUTE TO HABIT) 


Four trans-continenta 
lines and inn 
merable trans- Pacific 
steamship lines affori 
most frequent servic 
SEATTLE! Th 
— ape -_ 
provide every ft 
cility for the expedi- 
o-. economical 
cient transfer from 
= to ship. 


Seattle wt port to the Urient 





NickeL Pare Roap 


Modern Freight and. Passenger Transportation 








Fast and Dependable Service 


Fast Freight and Merchandising Service. To assure 
on time delivery of freight requires reliable operat- 
ing schedules consistently maintained, modern 
terminal facilities and up-to-date equipment and 
power. These and other factors, backed by an 
efficient organization, trained to serve you, help 


make a successful railroad and are responsible for 





the high class service rendered by the Nickel 
Plate Road. 


EAST WEST NORTH SOUTH 


SHIP and TRAVEL 


Nicke Pare Roap 
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Freight Is 
Handled with 
Unusual Care 
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No other railroad to 
serves such extensive 
territory in the South int 
and West. Fast mani- hi 
fest freight and through é 
package car schedules 
are maintained from 
eastern points. Infor- shi 
mation as to these de 
schedules or the many 
other fast schedules law 
available to shippers 
can be obtained from onl 
any Southern Pacific qui 
freight representative 
listed. per 
she 
ord 
me 
ma! 
am 
me; 
A Giant of the rails. New type locomotive designed by the Southern Pacific. of 
LOSE check is_kept™on carloads and less than carload shipments enroute. wal 
A Claim Prevention Bureau is maintained for devising methods of load- reg 
ing and packing to prevent loss and damage. sian 
Less than carload shipments are carefully handled and carried through from 
important eastern manufacturing and jobbing centers to strategic points on our 
lines without transfer. \ 
In addition to its 86,000 freight cars, Southern Pacific owns one-half of the 
Pacific Fruit Express, which provides refrigeration cars and service. Fresh fruits, mae 
vegetables and other perishable products are quickly transported in the most mls 
modern type refrigerator cars and are delivered to eastern markets in perfect Mr. 
condition. In fact, because of Southern Pacific and the modern refrigerator poi 
car, the gold of the West no longer flows eastward as a product solely of the miner’s ines 
pick, but as the product largely of orchard, field and vineyard. i 
100 
witl 
os r) poir 
rece 
mer 
Wit] 
abil 
You are cordially invited to use the facilities of our entire organization in any Atls 
way we can serve you. Simply communicate with our representative nearest to you. . hay 
oe ee reece cece ener eeeeeceeees Moaley Bldg. a TT ee Uptown Pass. sees Of. 531 ruth Ave. at San vi 
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Our Platform 


Keep the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. ; ; 

Regulation of motor vehicle common carriers in 
interstate commerce, and a special fee for the use of the 
highway as a place of doing business. — 

Regulation of intercoastal steamship business. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the car- 
riers as a whole the adequate revenue prescribed by the 
law and the Commission. 

Development of inland waterways for commerce 
only where a careful survey has demonstrated an ade- 
quate traffic demand, and then only for the purpose of 
permitting private operation of carriers thereon, who 
should pay for the privilege of using the waterways in 
order to recoup the taxpayers for the cost of develop- 
ment and maintenance. 

Repeal the Hoch-Smith resolution. 

A traffic department in charge of a capable traffic 
man for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort 
of service that will justify employing them. 

If motor vehicles, intercoastal vessels, and inland 
waterway carriers are not to be regulated, then remove 
regulation from the rail carriers. 





COMMISSION APPOINTMENTS 


E hope we are misinformed that President Hoover 

is inclined to appoint Mr. Tate, of Tennessee, to 
succeed Mr. Taylor on the Interstate Commerce Com- 
mission. This is not because we know unything against 
Mr. Tate, in general, but because, as we have often 
pointed out with respect to other candidates and nom- 
inees, he is not known to have any particular qualifica- 
tion or training for the job. President Hoover can keep 
vithin both his decision that a southerner must be ap- 
pointed to this place and the list of men who have been 
ecommended to him both by influential politicians and 
men whose ideas as to worthy candidates are reliable, 
without appointing a man of no training and untried 
ibility for this sort of work. Both Mr. Cotterill, of 
Atlanta, and Secretary McGinty, of the Commission, 
have been suggested to him, with considerable backing. 
Mr. MeGinty is from Georgia. For years he has served 
faithfully and well as secretary to the regulatory body. 
lfanybody is trained for that kind of work, he is. More- 
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over, it would be a graceful act to promote a worthy 
public servant. Mr. Cotterill also answers the geograph- 
ical requirements laid down. He is a distinguished 
member of the bar with long service in interstate com- 
merce cases to his credit. Why put aside either of these 
men and many others that might be mentioned, for a 
man whom nobody knows in connection with interstate 
commerce matters? 


WATERWAY COMPETITION 


HOUGH our opposition to what we regard as unfair 

competition by inland, waterways with the rail car- 
riers—especially as conducted by the government in the 
barge line operated by it—we think the Southern Railway 
goes a little too far in its opposition to the application 
of the Mississippi Valley Barge Line for a certificate of 
public convenience and necessity for transporting freight. 
This barge line is privately owned and proposes to 
operate between Cincinnati and New Orleans. The 
Southern Railway opposes it on the same ground that it 
would oppose the construction of a new railroad line in 
this territory—that it is not needed. 

Technically and legally, the railway may be sound 
in its method of resistance, but, viewing the matter as a 
layman and considering the problem in all its aspects, 
we do not believe the objection is valid. What we mean 
is that we think the proposed waterway service may be 
justified even if it is not actually needed to relieve a 
transportation necessity. If waterway service, privately 
operated, with proper rates and under reasonable restric- 
tions that put it fairly on a competitive basis with the 
railroads, can haul freight at less cost to the shipper 
than can the railroads, then we believe it is justified and 
ought to be permitted. There is nothing sacred about 
one kind of transportation as compared with another. 

What ought to be examined into with respect to this 
proposed waterway operation as well as with respect to 
others, actual or proposed, is whether the conditions are 
fair. First, as to rates, there ought to be a study as to 
actual cost of waterway service before the rates a water- 
way carrier may charge can properly be determined. 
Who knows whether twenty per cent under rail rates is a 
proper differential or whether there ought to be any 
differential? That is merely an arbitrary figure enforced 
by the government, which operates a barge line itself. 
Second, the water carrier ought to be compelled to accord 
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to a rail carrier in a joint movement the same principle 
with respect to divisions that prevails between rail lines 
in such a movement. Third, all the restrictions that 
apply to rail lines with respect to observing shipper’s 
routing and other such matters should be enforced 

inst the water lines. They are not, in the case of the 
government barge line. Fourth, an operator on a river 
that has been deepened and whose channel is maintained 
py money raised through public taxation, should pay a 
reasonable sum for permission to use that highway as a 
lace of doing business for profit. 

When all these conditions have been complied with, 
if private capital can see profit in inland waterway opera- 
tion, cutting rail rates because of less cost of operation, 
then the railroads would merely be “out of luck” and 
shippers ought to have the benefit of cheaper transpor- 
tation. The railroads ought to make their fight, it seems 
to us, against the slovenly economics that take for 
granted that the cost of waterway operation is a certain 
per cent lower than the cost of rail transportation and 
that insist that it is proper fdr private citizens (and 
the railroads also) to be taxed to provide a roadway for 
this kind of transportation. 


MILLIONS FOR TRANSPORT AID 

HE federal government will soon be spending in 

excess Of a quarter of a billion dollars annually in 
aid of transportation in one form or another. At this 
time of the year, when the appropriations committees of 
Congress are dealing with federal expenditures and the 
financial needs of the government for the next fiscal 
year, attention is directed to the large sums of money 
the government spends annually, either directly or in- 
directly, in aid of transportation. These expenditures 
are increasing rather than decreasing. 

Topping the list of expenditures proposed is that of 
$125,000,000 for federal-aid highways. The government 
has been spending $75,000,000 a year on highways. Cost 
of waterway improvements comes next. The House of 
Representatives has approved $55,000,000 for improve- 
ment and maintenance of rivers and harbors for the next 
fiscal year, an increase of $5,000,000. 

It is proposed that approximately $20,000,000 a year 
be made available for ocean mail contracts under the 
Jones-White merchant marine act of 1928. Some revenue 
will be received by the goverenment on this mail busi- 
ness, but the proposed appropriation is intended as a 
subsidy or subvention to the end that the United States 
may have an adequate privately-owned and operated 
merchant marine. 

In the field of air transportation approximately 
8,000,000 goes to meet the difference between the cost 
of the air mail service and the revenues. It is recognized 
that the element of subsidy is involved in the air mail 
contracts. In addition, under the air commerce act of 
1926, federal aid to navigation of the air and regulation 
Will cost in excess of $9,000,000 in the next fiscal year. 

For the aids to navigation that are afforded through 
the Bureau of Navigation, the Bureau of Lighthouses, 
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and the Steamboat Inspection Service, of the Depart- 
ment of Commerce, the cost for the next fiscal year will 
be around $13,000,000. 

It is costing the government around $20,000,000 a 
year to engage in the parcel post business. Testimony 
before the House committee on appropriations showed 
that expenses of conducting the parcel post service ex- 
ceeded revenues by approximately that amount of money. 

The Merchant Fleet Corporation will cost the govern- 
ment approximately $6,000,000 in the next fiscal year on 
the basis of present estimates. This cost has been de- 
clining from year to year, due to the fact that the govern- 
ment is gradually getting out of the shipping business. 
However, the federal aid to private operators offsets this 
decrease. 

Last year Congress appropriated $10,000,000 for the 
Inland Waterways Corporation, the government’s barge 
line agency, to be spread over a period of three years. 

In addition to the aids to the merchant marine set 
forth above, there is the aid in the form of loans for the 
building and reconstructing of ships at low rates of in- 
terest for long periods of time, not exceeding 20 years. 
These loans are made from the revolving fund of $250,- 
000,000 authorized for that purpose by Congress. 
Seventy-five per cent of the cost of the new ships to be 
built under the ocean mail provisions of the Jones-White 
act may be borrowed from the revolving fund. 


TATE MAY SUCCEED TAYLOR 


The Trafic World Washington Bureau 


Hugh M. Tate, lawyer, of Knoxville, Tenn., is understood 
to be favored by President Hoover for appointment to the Com- 
mission. He conferred with the President recently and it is 
understood he may be appointed. He is a Republican and for- 
merly was chancellor of his district. 

If Mr. Tate is not appointed, according to information re- 
garded as reliable, Secretary McGinty, of the Commission, may 
be appointed. 

The appointment is to fill the place left vacant by the ex- 
piration of Former Commissioner Taylor’s term. 

William E. Lee took the oath as a member of the Commis- 
sion January 18 and terminated his service as chief justice of 
the Supreme Court of Idaho. The oath was administered by 
Secretary McGinty. Commissioner Lee’s term will expire De- 
cember 31, 1931, as his appointment was for the unexpired 
portion of the term of Johnston B. Campbell. 

Accompanied by Representative French, of Idaho, Commis- 
sioner Lee called on President Hoover January 20 to pay his 
respects. 


TENURE OF COMMISSIONERS 


Fifteen state commissioners have served on their respective 
commissions for more than fifteen years, according to returns 
to questionnaires sent out by John E. Benton, general solicitor 
of the National Association of Railroad and Utilities Commis- 
sioners, who recently commented on the tenure of persons who 
had served on the Interstate Commerce Commission. 

“There are 49 regulatory commissions in the country, in- 
cluding the District of Columbia, with a total of 171 commis- 
sioners,” said Mr. Benton. “Of these 171, fifteen have been in 
service on their respective commissions for more than 15 years; 
19 have served between 10 and 15 years; 45 have served be- 
tween 5 and 10 years; and 92 have served less than 5 years. 
This would make the average length of service of all state 
commissioners in office on January 1, 1930, slightly in excess 
of six years. This compares with the average length of service 
of all present and former members of the Interstate Commerce 
Commission of about seven and one-half years. 

“Hon. Harvey H. Hannah, chairman of the Tennessee com- 
mission, and first vice-president of this association, is the dean 
of state commissioners, having been a member of the commis- 
sion of that state since January 1, 1907—a total length of service 
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of 23 years. Interstate Commerce Commissioner Meyer has 
been longest in service on that Commission, having been ap- 
pointed 20 years ago, January 1, 1910. 

“Following closely in the wake of General Hannah in point 
of service as a state commissioner is Hon. John F. Shaughnessy, 
chairman of the Nevada commission, one-time president of this 
association. Mr. Shaughnessy has been a member of the Nevada 
commission for 22 years and 9 months, being first appointed in 
April, 1907. His length of service, accordingly, is just three 
months less than that of General Hannah. 

“State commissioners who have served upon their respective 
commissions in excess of 15 years are the following: Daniel 
Boyle, Montana, a total of 19 years (consecutive, except for 
two years); William T. Lee, North Carolina, 19 years; James 
A. Perry, Georgia, 18 years and 6 months; Richard T. Higgins, 
Connecticut, 18 years and 4 months; Hugh H. Williams, New 
Mexico, 18 years; William C. Bliss, Samuel E. Hudson and 
Robert F. Rodman, Rhode Island, 17 years and 8 months each; 
John J. Murphy, South Dakota, 17 years; George P. Pell, North 
Carolina, 17 years; Everett E. Stone, Massachusetts, 16 years 
and 3 months; O. P. B. Jacobson, Minnesota, 15 years and 8 
months; Eli H. Porter, Vermont, 15 years and 2 months. 

“The Rhode Island commission is unique among the state 
regulating commissions, in that it has had the same personnel 
since the creation of the present commission in April, 1912. 

“The New England commissions have the longest average 
length of service of any section of the country. The 20 com- 
missioners from these six states have an average service record 
of approximately 11 years.” 


FRUIT AND VEGETABLE SHIPPERS 


Between eight and nine hundred shippers and others inter- 
ested in the transportation of fruits and vegetables attended 
the twelfth annual business meeting of the American Fruit and 
Vegetables Shippers’ Association at Chicago January 20, 21, 
and 22. Meetings of the potato division and brokers’ division 
of the association were held at the same time. 


Under the head of “rate making by Congress,” presented 
in the report of the traffic committee and adopted by the asso- 
ciation, the organization went on record as opposed to any 
action by Congress “that will in any way interfere or disrupt 
the orderly routine of the Commission.” Definite recommenda- 
tions were made with respect to the position of the association 
on such other transportation matters as the Pullman surcharge, 
reorganization of the Commission, and other matters more 
specifically bearing on the business of the members. 

That part of the report dealing with the question of Con- 
gressional rate making was as follows: 


In the early days of railroading, it became apparent to Con- 
gress that transportation facilities must be regulated, consequently 
it created the Interstate Commerce Commission and defined in the 
act to regulate commerce its duties and powers with respect to the 
making of rates, rules and regulations governing the interstate move- 
ment of freight and passenger traffic throughout the country. Men 
have been selected to serve as commissioners who are considered ex- 
perts in the matter of railroad rates and regulations, but unfortunately 
bills are introduced from time to time in Congress, which if passed, 
would tend to make rate making a matter of congressional action 
instead of leaving such matters to the discretion and wisdom of the 
Commission. 

Your committee believes that since the Commission was formed 
for the purpose of handling such matters that no action should be 
taken in Congress that will in any way interfere with or disrupt 
the orderly routine of the Commission. This view, however, should 
not be construed as an expression of opposition to Congress directing 
the Commission to conduct an inquiry into the condition of an 
industry with a view of prescribing a basis of rates needful to the 
industry and at the same time just to the railroads. 


On the subject of reorganzation of the commission, the re- 
port opposed plans, adoption of which would result in the estab- 
lishment of regional bodies, such as proposed in the bill intro- 
duced in the Senate April 23, 1929, on the ground that, “since 
the decision of the regional commissions proposed would be sub- 
ject to appeal to the Interstate Commerce Commission at Wash- 
ington, the majority of the cases would be appealed by either 
the shippers or the carriers, which would have the effect of 
throwing the entire burden of decision on the Interstate Com- 
merce Commission. Consequently, the creation of such regional 
commissions would not result in lessening the work of the Com- 
mission at Washington.” On the other hand, according to the 
report, action of that kind would tend to confusion. The com- 
mittee expressed itself as unanimously opposed to the creation 
of regional commissions. It stated as its view that much of the 
present litigation before the Commission could be avoided “if 
various rate proposals are properly presented to and considered 
by the standing rate committees prior to the publication of the 
rates.” It is apparent that the dockets of the Commission are 
overburdened and we believe that the carriers should take steps 
toward working out some plan that will avoid so many cases 
being thrown into the Interstate Commerce Commission for final 
adjudication,” continued that part of the report. 
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Belief was expressed that interstate bus and truck o 
tions should be under Commission regulation. “Therefore 
see no objection to Senate bill S.-1351, introduced in the vg 
on June 4, 1929, providing for I. C. C. jurisdiction over moto; ~ 
and truck traffic,” said the report. 

“Unalterable opposition” to attempts on the part of Certai 
carriers to assess a rental charge for use of refrigerator equi 
ment Was expressed. Recommendation was made that shippes 
give careful consideration to the attitude of those carriers “Who 
are so persistent” in agitating a charge in addition to the freight 
rate. 

Attention was called to the fact that reports of the Car 
service division of the A. R. A. do not indicate any marked jg. 
provement in prompt release of refrigerator cars, but the OPininy 
was expressed that imposition by the carriers of a Specig] 
penalty designed to bring about more prompt release would Lot 
accomplish that result. Full co-operation with the carriers i) 
improving the situation was pledged. 

A short statement was also made to the effect that “it wou; 
be a serious mistake to extend the freight credit period beyoy 
that prescribed by the present rules,” in connection with th 
pending case before the Commission seeking that extension 
time for settlement of freight bills. 

Compliments were extended to the railroads for the “gplq. 
did operating performance,” and to the American Railway Asy 
ciation for its spirit of co-operation in matters affecting th 
shipper members of the fruit and vegetable association. Ty 
view was expressed that there was evidence of waning inter 
in the activities of the shippers’ regional advisory boards, Be 
lieving that the work of the boards had been of great value ty 
both the shippers and the railroads, it was urged that study 
made of the situation to the end of further stimulating ‘interey 
in the work involved. 

The claims committee reported that the situation with x 
spect to freight claims was generally satisfactory. Some of th 
members in Southeastern Territory had reported, however, i 
was stated, that, with the exception of the Illinois Central ani 
the Frisco, railroads in that territory were more difficult to de 
with than carriers in other sections and that a “more moden 
policy” should be adopted. 

A short address on “The Railroads” was made by R. 
Aishton, president of the American Railway Association, and ther 
were addresses by J. D. Shields, chairman of the freight clain 
division, A. R. A., on “Railroad Freight Claims”; A. M. Pratt 
manager, Florida Citrus Grower Clearing House Association, 
“Florida Development,” and F. H. Massman, vice-president, Nz 
tional Tea Company, on “Chain Stores.” 

Harold F. Van Orman, lieutenant governor of Indiana, wa 
the speaker at the banquet in the evening of January 21. 

The following officers were elected: President, C. R. Water, 
Virginia Shore Produce Exchange, Olney, Va.; vice-presidents 
F. H. Buck, J. S. Crutchfield, J. W. Davis, C. P. Early, Frei 
Eberle, A. M. Pratt, G. A. Scott, C. E. Virden, I. K. Ward, Joseph 
DiGiorgio, Walter Farley; manager, secretary and _ treasurt, 
E. S. Briggs; sergeant-at-arms, R. Cumming; executive com 
mittee, E. P. Miller (chairman), John Denney, R. Cummin: 
W. B. Glore, J. W. Davis, C. E. Virden, S. A. Gerrard. 


“LEAKS” ON COMMISSION ACTION 


The Trafic World Washington Bures 


The Commission is taking “drastic action” within its # 
ganization “to protect the press and the public” on accoult 
of “leaks” as to action taken by it, Secretary McGinty has a 
vised the Associated Press. 

The secretary’s letter was in reply to one received from 
Jackson S. Elliott, assistant general manager of the Associate 
Press, explaining that the board of directors of that organizatia 
had imposed two fines on the New York Herald Tribune { 
“premature use” of the Commission’s annual report to Congres 
last December. The Commission’s report, as are other annul 
reports of government departments, is made available to the 
press in advance of the date on which it is to be published. 


The Commission also lodged a complaint with the Associate! 
Press as to violation by the Baltimore Sun of the “release daté 
of the annual report, but Mr. Elliott said no action was takes 
against the Sun because the Associated Press “advance” @ 
the report had not reached the Sun when the story was P 
lished in that paper. 


On behalf of the Commission, Secretary McGinty advise 
Mr. Elliott as follows: 

“We regret that it was necessary to impose a fine, but, @ 
account of leaks involving not only our annual report, but ou® 
subsequent reports of the Commission, we are taking drastt 
atcion within our own organization to protect the press ant 
the public, as well as the Commission, and we hope for § 
cooperation on the part of the press as will give us better 
tection in the future than we have had in the past.” 
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Making the complete plan for the 
consolidation of railroads, it now is 
more certain than ever, did not relieve 
the Commission of any trouble. On 
the contrary, it may have created 
causes for worry. It probably con- 
yerted the cost of printing system applications by the Chesa- 
peake and Ohio, the Baltimore and Ohio, the Wabash, and the 
Delaware and Hudson from a probable into a certain loss. The 
applications of those carriers for authority to acquire railroads 
therein mentioned, are impressive volumes. They look as if 
something might be done because they are in such sonorous 
terms. 

It is not a secret that Commission men, including commis- 
sioners, Who have been forced to think about the matter, con- 
sider the applications moot—that is, that there is nothing to 
be decided, now that the so-called complete plan has been made 
and promulgated. As analyzed by them, the applications, at no 
time, were anything more than petitions asking the Commission, 
when it made up its complete plan, to make systems in accord- 
ance with the requests contained in the applications. Now, that 
the complete plan has been made, there is nothing for the ap- 
plications to rest on. The roads mentioned by them have been 
allotted, some in accordance with parts of the applications, but 
not in accordance with the important parts of the application, 
except as to the Wabash plan. 

The essential part of that plan was for the creation of a 
fifth system in the east. But the addition of the Norfolk and 
Western and the Seaboard Air Line to the Wabash system was 
not even dreamed of by its makers. Inasmuch as the fifth 
system has been included in the complete plan, the plans of 
the Chesapeake and Ohio and the Baltimore and Ohio are sub- 
ject to the principle laid down in the declaration: “There 
ain't goin’ to be no core.” The makers of the plans might 
obtain credit at the Commission by asking permission to with- 
draw them. Withdrawal, if permitted, would not mean physical 
removal of the plans from the files of the Commission. The 
—_— would retain the papers, but they would be marked 

Two things were generally agreed on at the argument in 
the application of the Baltimore and Ohio for authority to ac- 
quire the Buffalo, Rochester and Pittsburgh (elsewhere in this 
issue). They were, first, that every application for permission 
to acquire would have to be in consonance with the complete 
plan, or, if not, that a motion to reopen the complete plan case 
would have to be filed as a procedural step; and, second, that 
Diecemeal unifications or mergers not out of harmony with the 
plan, either as made or as amended, would be in order. The 
second proposition might be stated in the form of a declaration 
that a complete consolidation plan would not have to be dis- 
closed by a carrier as a condition precedent to application for 
taking a step in consonance with the complete plan. 

Yet the contention of H. T. Newcomb that the tail should 
not be permitted to wag the dog was not overlooked. That is 
to say, the Commission should not entertain an application by 


Pretentious System 
Applications Now 
Probably Moot 


| the Wabash for permission to acquire the Seaboard Air Line 


in advance of some sort of assurance that, if granted, acquisition 


of the Norfolk and Western, as the connecting link, could be 
brought about. 


One of the sotto voce inquiries among those attending the 
atguments was as to whether the Pennsylvania, having a veto 
ao in the Norfolk and Western and supposed indirect control 
oan the Wabash, would be willing to take the Seaboard into 

€ family, except as a last resort, to assure the creation of 
a fifth system in the east. No one had the nerve to ask C. B. 
ema vice-president and general counsel of the Pennsyl- 
th a, any questions along that line while he was attending 
€ argument mentioned. Of course, he could have answered 
th Pennsylvania had no interest in the Wabash and that, 
slo ore, he could not speak on the point. Several commis- 
ners tried to find out what interest, if any, the Pennsylvania 
poe in the Pittsburgh and West Virginia when a Pittsburgh 

West Virginia application was being argued. All they 
on was a declaration that there had been no change in 
8ement or policy of that carrier. Neither Pennsylvania 
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men nor those associated with them in a financial way are noted 
for their garrulity. 





Sire Esme Howard, scion of 
the premier, non-royal, ducal house 
of Norfolk, bade good-bye by radio 
to the people of the United States 
a few evenings ago. He thought it 
peculiarly fitting that the swan 
song of a retiring British ambassador should be accompanied 
by the pleasant harmonies of truly English music such as was 
being played on the broadcast program of which his song was 
a part. In the sixteenth century, he brought out, no English- 
man was thought truly educated if he could not, at sight, sing 
his part in a madrigal. 

Then, to show that he really knew something about music 
writers of his land, he mentioned the names of British writers, 
most of whom, except Elgar, writer of Pomp and Circumstance, 
the vocal part of which, the Land of Hope and Glory, is sung 
the world around, are practically unknown. But not once did 
he mention Sir Arthur Sullivan, most versatile of British writ- 
ers, or Sir W. S. Gilbert. Seemingly, the writers of the longest 
list of popular operas never impressed Sir Esme. Nor did he 
even refer to “The Lost Chord.” Why? 

A pious old lady might say “God forbid” that his abstinence 
should be traced to dislike for that part of the score of Iolanthe 
representing the peers, at whose head, Mr. Howard, Duke of 
Norfolk, walks when the House of Lords goes anywhere in 
procession, as walking across the stage, in scarlet cloaks, wear- 
ing monocles and coronets, many askew, singing: 

As upon the lordly way 

This unique procession passes, tan tan ta ra, 


Blow the trumpets, bang the brasses! 
7 * a Eo + 


Satirical Sir Arthur 
Sullivan May Have 
irked Sir Esme Howard 


Bow, ye lower middle classes! 
Bow, ye tradesmen, bow ye masses! 





A senator a short time ago ob- 
tained much publicity by observing 
that it was hard to put a million 
dollars (or it may have been a hun- 
dred million dollars) in jail. After 
that, Harry F. Sinclair went to jail 
for six months—not for any crime, but because he was con- 
temptuous of the Senate of the United States. 

Pessimistically, it may be observed that the order of brains 
enabling a man or set of men to corner and reduce to their 
possession a hundred million of wild dollars—so wild that most 
of us seldom see more than a few at a time—also enables the 
man or men to avoid the clutches of law by making their con- 
duct come within its limitations. But taking money away from 
such men is even harder than sending the men or money to jail. 
It is suspected that the Commission will discover that fact if 
and when it or a court tells certain railroads to divest them- 
selves of the stock of named railroads so they will have no 
interest, direct or indirect, in them. 

In the course of the argument in the B. R. and P. acqui- 
sition case, Mr. Newcomb suggested that, perhaps, the Com- 
mission might apply the Clayton law to the Baltimore and Ohio 
and the New York Central because they had stock control of 
the Reading. Such a case might result in a holding that there 
was competition between the Reading and the New York Cen- 
tral, but not between the Reading and the Baltimore and Ohio. 
It is suspected that Daniel Willard would kiss both the Com- 
mission’s cheeks if it began such a proceeding. 

Another such proceeding might be begun, as a flyer in law, 
against the Pennsylvania’s holding companies alleged to own 
or control the stock of the Wabash, Lehigh Valley, and Pitts- 
burgh and West Virginia. The day after the aforementioned 
arguments were made, the Commission approved Delaware and 
Hudson plans for further simplification of that company’s cor- 
porate structure. Simplification resulted in the creation of a 
holding corporation in possession of most of the cash of the 
Delaware and Hudson, the stock of which it owns, leaving a 
new corporation, with a minimum of cash in its hands, to oper- 
ate the railroad. 

Assuming that the Commission used the Clayton law to 
liquefy the ties supposed to bind the Wabash and other units 
of the fifth system to the Pennsylvania, the order would require 
the placing of the stock in hands not controlled by the Penn- 
sylvania. Issuance of such an order while the Delaware and 
Hudson holding company was standing on the curbstone, with 
its pockets filled with money, would suggest at least one inter- 
esting thing—namely, sale of the units of the long talked about 
fifth system to L. F. Loree’s not overly busy holding company, 
thereby sending chickens home to roost. Loree, for years, was 
a Pennsylvania man. A fifth system in his hands would not, it 
is believed, be wholly obnoxious to Pennsylvania men whose 


Futility of Law in 
the Presence of 
Great Masses of Money 
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first interest seems, in this whole consolidation matter, to have 
been the keeping of the Pennsylvania relatively as large as ever. 





The sins of the fathers are visited 
on the children of the third and fourth 
generation not only in a Biblical but 
in every other sense. The man who 
brought the lake cargo coal case on the floor of the House and 
Senate is likely to be cursed for years to come every time there 
is a vacancy on the Commission to be filled. It has popped 
up its head in the search of President Hoover for a successor 
to Richard V. Taylor. It did not come up when the question 
of filling the Campbell vacancy was uppermost. 

The inter-mountain country and the rabid fourth section- 
ists are so well organized, seemingly, that, when there is a 
vacancy in the place once filled by Johnston B. Campbell, no 
one not subscribing to the inter-mountain fourth section creed can 
even be considered. By the same sort of argument, everybody 
from any of the states of origin or destination. of lake cargo 
coal must be proscribed because the lake cargo coal factions, 
unlike the inter-mountain men, are unable to formulate a creed 
to which an active or potential candidate must subscribe as a 
condition precedent to consideration of his name. Much com- 
ment of that character has been made in the last month. Even 
before Judge Jones found a reason for not undertaking to run 
the Senate gauntlet, there was question about his fitness be- 
cause he came from a remote part of the southern section of 
the lake cargo coal rate case. Then Representative B. Carroll 
Reece, of Tennessee, was bowled over, in the gossip, because of 
his double sin—that of being from Tennessee, and a son-in-law 
of Senator Goff, of West Virginia, the northern part of the 
southern end of that case. 

The whole situation is on the ridiculous basis of county 
politics, in which there is a rule, in many parts of the country, 
that there must be so many Irish, so many Germans, so many 
Catholics, and so many protestants on the county ticket. 


Old Man of the Sea 
Lake Cargo Coal Case 





A citizen of Northampton, Mass., 
not generally regarded as having an 
extremely well developed sense of 
humor, may, it is suspected, have given 
himself the privilege of chuckling when 
the energetic publicity men for a cool- 
ing system announced that, as part of the rebuilding of the 
White House office, apparatus for “conditioning the air” would 
be installed. The man in the Massachusetts town may deflect 
in his quirky way that he maintained the Mayflower for cooling 
trips down the Potomac but that he did not need an ice 
machine to help him keep cool while performing the duties of 
his office. No matter how hot the weather may be, it is an- 
nounced, the President’s office and the work places of his staff 
will be comfortable. That may make it unnecessary to keep 
the presidential camp on the Rapidan.—A. E. H. 


Keeping Cool with 
Hoover to Be 
Mechanically Helped 


BROOKHART RATE RESOLUTION 


In discussing his joint resolution (S. J. Res. 121) directing 
the Commission to readjust freight rates on farm products 
(see Traffic World, January 18), Senator Brookhart said he had 
received a letter from a member of the Commission in response 
to an inquiry showing that the farmers furnished 11.49 per cent 
of the tonnage of the railroads but were paying 20.31 per cent 
of the freight rates. He said that that meant that agricultural 
rates were 76.85 per cent too high. 

The senator said he had long known there was a heavy dis- 
crimination against agriculture in freight rates but that the 
information obtained from the Commission showed a greater 
discrimination than he thought existed. 

Not only the farmers but the whole American public are 
subjected to discrimination in freight rates, according to the 
senator. He said propaganda had been put out in the papers for 
many years claiming that American railroad freight rates were 
the lowest in the world, when, in fact, for the same service they 
are the highest in the world. 

Senator Brookhart became a member of the Senate inter- 
state commerce committee at the beginning of the present 
Congress. 

Referring to Senator Brookhart’s statement that farmers 
furnished 11.49 per cent of the tonnage of the carriers, but 
were paying 20.31 per cent of the freight revenue of the rail- 
roads, and that that meant that agricultural rates were 76.85 
per cent too high, John D. Battle, traffic manager of the National 


Coal Association, said: 

Analyzing the senator’s apparent suggestion for a new theory 
of rate making, which would be that an exact relationship between 
the percentage of tonnage and the percentage of revenue should 
exist, it is interesting to note what would eine to the coal in- 
dustry. In 1928 bituminous coal alone yielded $784,470,000 in freight 
revenue, or 16.2 per cent of the total freight revenue. It furnished 
27 ite cent of the revenue freight tonnage. The per-ton revenue on 
agricultural products in 19238 was $6.26, with a destination value of 
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$62.48 per ton, the freight revenue representing 10.01 per cent 
the destination value. On bituminous coal the per-ton revenye 
$2.27, with a destination value of $3.91, the freight revenue represmt! 
ing 57.98 per cent of the destination value. In other words, the freigh 
rate or the average revenue per ton was more than the Value : 
the coal. a 
Under this theory agricultural products would receive Teductio 
totalling over $550,000,000 annually. Bituminous coal rates would bs 
increased $1.49 per ton; anthracite rates, $1.39; in fact, all hea load 
ing short-haul commodities would stand tremendous increases While 
high class light-loading commodities would be reduced. : 


PASSES FOR STATE OFFICIALS 


The National Association of Railroad and Utilities (op. 
missioners at its Dallas convention in 1927 adopted a resolution 
favoring federal legislation such as that proposed in the bills 
introduced in Congress by Senator Smoot and Representative 
Colton of Utah (S. 3042) and (H. R. 8292), to permit cop 
mon carriers to provide transportation without cost to state 
regulatory officials when traveling on the business of gta 
commissions having jurisdiction over such carriers, according 
to John E. Benton, general solicitor of the association. Th 
resolution adopted by the association was offered by Commi 
sioner McKay, of Utah. The pending bills are similar in thei 
provisions to a bill introduced in the last session by Senato 
Smoot. 

“A considerable number of states,” said Mr. Benton, “ty 
law require the issuance to commissioners and staff employe 
of transportation without charge, good for use while engage 
upon Official duties, but the existing federal law makes gu) 
use unlawful upon any trip which involves passage over a state 
line. The Dallas resolution stressed the especial need for the 
proposed amendment to the act which arises from cooperation 
with the Interstate Commerce Commission, entailing a sub 
stantial amount of travel in cooperative cases. 

“The South Carolina commission has addressed commui- 
cations to the congressional delegation from that state asking 
support of these bills. The Smoot bill at the last session wa 
not given a hearing before the interstate commerce committer, 
These bills are likely to meet the same fate unless their intro 
duction calls forth a general expression of interest and support. 
Accordingly, every commission which is desirous of acting in 
support of the legislation would do well to follow the action of 
the Utah and South Carolina commissions.” 


GRADE CROSSING REMOVAL 


W. W. Atterbury, president of the Pennsylvania Railroad, 
has issued the following statement: 

“J have read with great interest Governor Larson’s annual 
message to the legislature of New Jersey, as published in the 
newspapers. 

“No portion of this message is of greater importance o 
wider public interest than the governor’s brief, but very cleat, 
discussion of the grade crossing situation. Governor Larso 
takes the position, and I think quite correctly, that New Jersey 
has lagged behind other commonwealths in providing legislatio 
for the equitable division of grade crossing removal costs betwee) 
the railroads and the public. He quotes the Board of Publi 
Utility Commissioners as having, in two successive annual re 
ports, declared this condition unsatisfactory. He directs atter 
tion to the fact that the legislature of 1929 enacted a law prt 
viding for an equal apportionment of grade crossing removal 
costs between the railroads and the public, but applying © 
state highways, only; also that the committee which 
this bill was continued, and was directed to report, at the se 
sion now opening, upon the question of extending 2 similar 
basis of apportionment to all other public highways. 

“Governor Larson’s language leaves no doubt that he hope 
means will be found for such an extension of the existing lv. 
With this conclusion the Pennsylvania Railroad management 
heartily in accord, and, as far as my observation extends, 
management of the other railroads are also. 

“In the last two decades neither the number of trains movils 
over grade crossings nor their speed has materially in 
In many cases the number of trains has been reduced. 
increase in the use of highways by motor vehicles, howevé 
has been enormous and the number of vehicles moving 0 
the crossings now exceeds by many times the number of 

“The railroads are the largest taxpayers in New Jers) 
and their contributions to the public treasury, through 
means, are largely used for highway extensions, resulting in! 
further increase in automobile traffic. F 

“Under these conditions, an equal division of the cost 
removal of existing grade crossings, where such work is t 
quired in the public interest, is more than fair from the 
viewpoint. A law applying this principle, not merely to 4 spe 
cial class of highways, but to all classes, would greatly 
grade crossing removal problems and permit the work to 
ceed, with minimum difficulty, at an annual rate of ‘hy 
so = as not to burden unduly either the railroads oF 
public.” 
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ee 
Decisions of Interstate Commerce Commission 


oe nadie 
INDIANA COAL TO BURLINGTON, IA. 


pased on a finding of unreasonableness and undue preju- 
dice, the Commission, by division 5, in a report written by 
commissioner Farrell, in No. 20866, Indiana Bituminous Coal 
Operators’ Association vs. B. & O. et al. has ordered the car- 
riers to establish joint rates on bituminous coal, from mines 
on designated railroads in the Brazil-Clinton, Linton-Sullivan 
and Princeton groups to Burlington, Ia., not later than March 
1), After the filing of the complaint, but before the héaring 
thereon, the complainant was succeeded by the Indiana Coal 
Trade Association. The original name, however, is used in 
the report. si : 

Since the filing of the complaint, the report says, rates 
on the desired basis have been established by some of the 
carriers, causing the release, as defendants, of some of the 
railroads. The finding, including both rates and routes, follows: 

We find that the rates on bituminous coal, in carloads, from 
Indiana mines on the lines of the Baltimore & Ohio and Chicago & 
Eastern Illinois in the Brazil-Clinton and Princeton groups and from 
Indiana mines on the lines of the Chicago & Eastern Illinois and Chi- 
cago, Indianapolis & Louisville in the Linton-Sullivan group, to 
Burlington, Ia., for delivery by the Chicago, Burlington & Quincy, 
are and for the future will be unreasonable and unduly prejudicial 
to the extent that they exceed or may exceed, per ton of 2,000 pounds, 
$2.09 on lump and $1.90 on fine coal from mines in the Brazil-Clinton 
group, $2.19 on lump and $2 on fine coal from mines in the Linton- 
Sullivan group, and $2.26 on lump and $2.07 on fine coal from mines 
in the Princeton group, said rates from mines on the line of the 
Chicago & Eastern Illinois to apply over the line of that carrier to 
Watseka, Ill., thence over the line of the Toledo, Peoria & Western 
to Peoria, thence over the line of the Burlington. 


The case arose largely on account of disagreements among 
the carriers. The Chicago & Eastern Illinois filed a cross com- 
plaint asking for joint rates, on the basis desired by the com- 
plainants, to apply over its line via Watseka, IIll., from Watseka 
over the Toleda, Peoria & Western to Peoria, Ill., thence to 
Burlington via the Burlington road; also to Chicago and thence 
over the Burlington to Burlington. It also asked the Commission 
to prescribe the divisions. At the argument the cross com- 
plainant abandoned its prayer for rates via its circuitous routes 
via Chicago to Burlington. When the complaint was filed, the 
Commission said that nearly all the rates were combinations 
based on Peoria. 

The record, the Commission said, was not sufficient to 
enable it to fix divisions of the joint rates to be established 
by the C. & E. L., the T. P. & W., and Burlington via Watseka; 
first, because the T. P. & W. had taken no part in the proceed- 
ing, and, second, for the reason that it was deemed inadvisable 
to disturb upon a record so meager as this one the method of 
procedure which had been adopted and followed voluntarily by 
the carriers in the past in making divisions on coal carfied on 
joint rates in the territory concerned. 

Commissioner Farrell said the divisions proposed by the 
Burlington appeared to be liberal. In addition he said there 
was evidence tending to show that the Burlington had already 
agreed to accept $1 per ton as a compromise. Mr. Farrell said 
the Commission was of the opinion that divisions might be 
arranged without the making of a formal order but that if not 
the C. & EB. I. might make appropriate application. The cross 
complaint, therefore, was dismissed. 


HIGH EXPLOSIVE OVERCHARGE 


_ Asharp division as to the law on the matter developed in 
No, 21515, Illinois Powder Manufacturing Co. vs. Chicago, Peoria 
& St. Louis et al., considered and disposed of by division 2, 
composed of Commissioners Campbell, McManamy and Brainerd. 
The two first mentioned decided that the charges on a carload 
. high explosives shipped from Grafton, Ill., to Milan, Tenn., 
pres inapplicable to the extent they were calculated on a rate 
me than $1.285. The Commission, by the division named, 
dete that the charge was illegally assessed by the principal 
oe and the Louisville & Nashville. It excepted the 
the eu & Illinois Midland, Chicago, Springfield & St. Louis and 
oh Jacksonville & Havana, which became the owners of the 
a property of the title defendant, after the carload was 
“Upped, because they did not participate in the transportation. 
we Chicago, Peoria & St. Louis collected the charges which 
Ville Prepaid. That carrier remitted to the Louisville & Nash- 
—_" than that carrier said was due to it under its agreed 
we n. The L. & N. sent back $102.93. Reparation of $114.48 
awarded against the two carriers. 





Claim for an overcharge of $114.48 was presented to the 
L. & N., which declined to pay. The L. & N. declined payment 
and defended on the ground that inasmuch as it had retained 
only the proper amount of money due it, it was not responsible 
for the excessive amount collected. It said that no order of 
reparation should be made against it. 

Commissioners Campbell and McManamy, however, said 
that violations of the interstate commerce law were torts for 
which the carriers were severally, as well as jointly, liable. 
They said the right of the shipper to recover in full from one 
or more of the carriers participating in the movement did not 
depend upon the amounts retained by a carrier pursuant to 
agreed divisions. They added that the Commission’s orders for 
reparation did not depend upon the solvency of the defendant 
carriers, the initial carrier which collected the illegal charge 
being insolvent. 

Commissioner Brainerd disagreed. He said the overcharge 
was collected by the initial carrier and appropriated by it to 
its own use. No other carrier participated in the collection of 
the illegal charges or shared in the proceeds thereof, said Mr. 
Brainerd. Reparation for the full amount of the damages sus- 
tained, he said, should, in his opinion, be awarded solely against 
the C. P. & St. L. 

The majority depended on the Sloss-Sheffield case, 269 U. S. 
217; News Syndicate case, 275 U. S. 179, on the question of 
liability. On the question of solvency it depended on the Riv- 
erside Mills case, 40 I. C. C. 501, and United Paperboard case, 
62.1. C. C. 60. 

Commissioner Brainerd depended upon the Sloss-Sheffield 
case and Central R. R. Co. vs. U. S., 257, U. S. 247. He ignored 
the question of solvency. 


CIRCUITY RELIEF DENIED 


Fourth section relief on account of the circuity of routes 
over their own rails has been denied to the Central of Georgia 
and the Atlanta, Birmingham & Coast, on classes and commodi- 
ties. Relief has also been denied to the Seaboard Air Line as 
to fertilizers and fertilizer materials, from Charleston, S. C., 
to points in South Carolina on account of circuity of the routes 
over its own rails. The denials were made by the Commission, 
division 2, in a report on fourth section applications Nos. 13340, 
13372 and 13416, class and commodity rates in the south, in 
fourth section order No. 10275. 

The applications were to continue, establish and maintain 
class and commodity rates between stations on the Central of 
Georgia; between stations on the Atlanta, Birmingham & Coast; 
between stations on that railroad, on the one hand, and points 
in the Birmingham and Atlanta groups reached by connecting 
switching carriers, on the other; and between points in the Birm- 
ingham group, on the one hand, and points in the Atlanta group 
in connection with the Atlanta, Birmingham & Coast and its 
switching connections serving those groups, on the other; and 
to establish rates on fertilizers and fertilizer materials, as 
before indicated, without observing the maximum circuity limi- 
tations prescribed in fourth section order No. 9346, entered in 
connection with Fertilizers Between Southern Points, 113 I. C. C. 
389. 


APPLES AND PEARS 

In a report written by Chairman McManamy, in No. 20300, 
California Fruit & Produce Co. vs. Santa Fe et al., the Com- 
mission, on further hearing, has reversed the finding of division 
3 in the former report, 148 I. C. C. 285, that the rates on apples 
and pears from points in Oregon and Washington to San Diego, 
Calif., were not unduly prejudicial to San Diego and not unduly 
prefenertial of Los Angeles, Calif. The prior finding that the 
rates on apples, pears and peaches were not unreasonable was 
affirmed. 

Now the finding is that the rates on apples and pears are 
unduly prejudicial to San Diego and unduly preferential of Los 
Angeles to the extent they exceed the rates to Los Angeles by 
more than 3 cents per 100 pounds. The undue prejudice and 
preference are to be removed not later than March 26. The 
chairman said there was no basis for a finding of undue preju- 
dice in the rates on peaches nor for an award of reparation. 

Dissenting in part, Commissioner Aitchison said he could 
not agree that the rates on apples were and are not unrea- 
sonable. For the reasons set forth in his separate expression 


attached to the original report, he said he thought that the rates 
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on apples were unreasonable to the extent they exceeded or 
might exceed those to Los Angeles. 


APPEALS FOR NEW LINES DENIED 


“Considering the public need for the proposed extensions 

as shown by the record, we would not be justified in requiring 
the carriers to construct any of the proposed extensions,” said 
the Commission in its report dismissing the complaints in No. 
19028, Clarkston Chamber of Commerce vs. Northern Pacific 
et al., No. 19324, Lewiston Commercial Club vs. Northern Pacific 
et al., and No. 19700, Public Utilities Commission of Idaho et al. 
vs. Union Pacific et al. Chairman McManamy wrote the report. 
Commissioner Woodlock, Brainerd, Porter and Farrell concurred 
in the result. (See Traffic World, Jan. 18). 
In No. 19028 the Commission was asked to require the 
building of a line from Lewiston, Idaho, to Clarkson, Wash. In 
No. 19324, it was asked to require the building of a line from 
Homéstead, Ore., through Clarkson, Wash., to Lewiston, Idaho, a 
distance of 126 miles, and that the line from Lewiston to 
Riparia, operated by the Camas Prairie, be used in common by 
defendant carriers. The Commission said the issues and prayers 
in No. 19700 were similar to those in No. 19324. 

Defendants averred that there was no public necessity or 
convenience to be served by the requested construction, that 
the expense involved was disproportionate to the benefits to 
be derived therefrom, and that there was no authority in law 
for granting the relief prayed for in the complaints. As to the 
last contention the Commission merely noted that in Public 
Service Commission of Oregon vs. Central Pacific, 159 I. C. C. 
630, it held that authority had been vested in it to authorize or 
require such an extension if the conditions set out in the statute 
were satisfied and the fact otherwise warranted the construction. 

Chairman McManamy, in discussing the general position of 
complainants, said that at present it took from 20 to 24 hours 
to travel from the capital at Boise, Idaho, to Lewiston, Idaho, 
and that the proposed construction would reduce the distance 
necessary to travel between these points by about 200 miles 
and reduce the time by approximately 10 hours. Lack of more 
direct means of transportation and travel between the northern 
and southern sections of Idaho has been a problem and efforts 
have been made to correct that situation. 

Complainants, said the chairman, estimated the cost of the 
new line from Lewiston to Homestead and of rehabilitating 
present lines necessary to carry out their plan at $16,933,822, 
as against defendants’ estimate of $29,590,402. The Commission 
said for the purpose of this case it was probably fair to estimate 
the total cost at $25,000,000. 

After detailed references to evidence as to potential traffic 
and returns thereon, Chairman McManamy said it seemed un- 
necessary to pursue the analysis further because the con- 
clusion was inescapable that the Lewiston-Homestead etxension 
could not be constructed and operated except at a huge loss. He 
said the record held little promise that it would yield revenues 
or savings sufficient to pay operating expenses and taxes. 


COMMISSION REPORTS 


Lumber 


No. 16582, Milne Lumber Co. vs. B. & O. et al. By the 
Commission, Commissioner Woodlock writing the _ report. 
Freight and demurrage charges, two carloads of lumber, Grant, 
La., to Pittsburgh, Pa., reconsigned in transit, Marine, IIl., to 
Coverdale, Pa., in excess of those applicable. Cars were started 
from Grant, La., February 23, 1923, and not finally delivered 
until May 11. Reparation of $343.89 awarded. 


Granite 


No. 21123, Capital City Monument Works et al. vs. B. & O. 
et al. By division 4. Rates, granite, Barre and Hardwick, Vt., 
to Berkeley Springs, W. Va., and since July 16, 1928, to Wash- 
ington, D. C., found not unreasonable. Rates on like shipments 
from same points to Georgetown, D. C., and Rosslyn, Va., and 
prior to July 16, 1928, to Washington, D. C., unreasonable, past, 
present and future, to extent they exceeded, exceed or may 
exceed the reasonable rates established July 16, 1928, to Wash- 
ington, except that 40,000 pounds was, is and for the future 
will be a reasonable minimum weight on rough or hammered 
granite. Reparation awarded. Order for future effective on or 
before April 14. 

Linoleum, Etc. 


No. 21301, Armstrong Cork Co. vs. Union Pacific et al., 
embracing ten sub-numbers, same complaint against various 
railroads. By division 2. Reparation of $685.25 awarded on 
finding rates on_carload shipments of linoleum and felt base 
floor coverings to Lancaster, Pa., unreasonable to extent they 
exceeded $2.675 from Ogden and Salt Lake City, Utah; $1.57 
from Little Rock, Ark.; $1.81 from Oklahoma City, Okla., and 
$2.625 from Butte, Mont., and Spokane, Wash. Rates to Lan- 
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caster from St. Joseph, Mo., Denver, Colo., Kansas City, y 
and Des Moines, Ia., not unreasonable. Complaints in No, 23); 
Sub. Nos. 2, 3, 6, 8 and 10 dismissed. Commissioner Campbes 
dissented. 

Paving Joints 


No. 22077, J. & W. A. Elliott Co. vs. C. R. 1 @& p By 
division 2. Reparation of $29.80 awarded on finding rate, ig, 
than-carload of expansion paving joints, loose, Minneapolis 
Minn., to Iowa City, Ia., was, is and for the future wij , 
unreasonable to extent it exceeded, exceeds or may excegg th, 
rate contemporaneously applicable to the same commodity jp 
bundles, but matter of rate for future left open in order to give 
defendant opportunity to formulate an appropriate tariff descrip. 
tion that will limit the packing requirements for expansion Dar. 
ing joints to those forms or sizes which require packing gq 
will permit those of the type included in this shipment to 
forwarded loose at the same rate as if in bundles. [If gy 
modification is not made within a reasonable time, complainay 
may bring the matter to attention of Commission. 


Machines 


No. 22021, Peppard & Fulton Co. vs. A. C. L., embracing 
also a sub-number, Same vs. S. A. L. By division 2. Reparatig, 
of $497.81 awarded on account inapplicable rates on four q. 
loads various kinds of machines and machinery, in straight cy. 
loads, and in carloads mixed with contractors’ equipment ayj 
freight trailer wagons, from Manitowoc and Superior, Wis, 
Minneapolis, Minn., and Belle Rive, Ill., to Fort Myers and We: 
Palm Beach, Fla. Class N rates applicable south of Jacksop. 
ville, Fla., except as to contractors’ equipment and freigi 
trailer wagons; south of Jacksonville the second-class legs-thap. 
carload rate was applicable on the contractors’ equipment cp. 
tained in the shipment from Minneapolis, and south of Jacksop. 
ville the fifth-class carload rate was applicable on the freight 
trailer wagons in the shipment from Belle Rive. 

Wrapping Paper 

No. 21886, Menasha Products Co. vs. M. St. PD. &S. 8.4 
et al. By division 2. Rate, printed waxed wrapping paper, i 
crates, in less than carloads, Newberry, Pa., to Menasha, Wis, 
unreasonable to extent it exceeded $1.07. Reparation of $25.) 
awarded. Waiver of outstanding undercharges authorized. 


SUSPENDED TARIFFS 


In I. and S. No. 3409, the Commission has suspended from 
January 23 until August 23, schedules in supplements Nos. 2) 
and 21 to Southern I. C. C. No. A-10150. The suspended schei- 
ules propose to restrict the switching arrangements at Gaine- 
ville, Ga., so that the Southern Railway will not switch carloai 
traffic from point of interchange with the Gainesville Midlani 
Railway to track of the Standard Oil Co. of Kentucky, located 
on the Southern Railway tracks. This switching service is now 
performed at a charge of $2.25 per car when the charge is pail 
by shipper or receiver, and 3 cents per 100 pounds, minimum 
charge $4 per car, where any part of the switching charge is 
absorbed by the Gainesville Midland Railway. 

In I. and S. No. 3410, the Commission has suspended from 
January 23 until August 23, schedules in the Ann Arbor | C. 0. 
No. A-989. The suspended schedules propose to revise the 
rates on lumber and other forest products, carloads, from Ke 
waunee and Manitowoc, Wis., and Menominee and Manistique, 
Mich., when from points beyond, to destinations in Central 
Freight Association territory, resulting principally in increases. 
The following is illustrative: 

Rates in cents per 100 pounds on lumber, carloads, via Menominee, 
Mich., to Cincinnati, O., from Rhinelander, Wis., present 29%, pr- 
posed 33%; Blackwell, Wis., present 27%, proposed 31%; to Detroit, 


Mich., from Rhinelander, Wis., present 291%, proposed 32; Blackwell 
Wis., present 2714, proposed 30. 


WIRELESS RATES FILED 


The Commission has received, and placed in its informal 
files, the rates established by the Universal Wireless Commul! 
cations Company, Inc. The company will establish service 
tween fourteen points in New York, New Jersey, Ohio, Mass 
chusetts, Michigan, Rhode Island and Wisconsin as soon 4s lt 
receives its licenses from the Federal Radio Commission ' 
operate on short wave lengths. 

Files of the Commission containing the rate sheets, mé 
sage forms, rules and regulations of the wire and _wireles 
companies are informal because, while such companies, by 8 
tion 1 of the interstate commerce act, are made subject to ut 
Commission’s jurisdiction, section 6 makes no provision { 
the filing of their rates in any manner at all. The Commissiol 
as long ago as 1911, asked Congress to amend the law 80 ® 
to require the filing of tariffs, but the change has not been : 
The Commission, however, encourages communication 2 
panies to file their tariffs so they may be had if and whe 
complaints are made to it about rates or service. Three late 
and several small wireless companies have their rates 00 
with the regulating body. 
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S. E. MISSOURI CLASS RATES 


Asserting that the railroads had delayed extension of the 
consolidated Southwestern class rate scale to southeastern Mis- 
gouri under @ misapprehension and that there was no excuse 
for further delay, Examiner J. Edgar Smith, in No. 22616, John- 
gon Randall Industries vs. Aberdeen & Rockfish et al., proposes 
that the Commission shall say that it expects the carriers to 
extend the adjustment made in the southwestern revision to 
restus, Mo., and the rest of southeastern Missouri. That ex- 
tension is recommended for the removal of undue prejudice to 
Festus and other parts of southeastern Missouri. Smith said 
that the Commission should find that the class rates were not 
unreasonable, but unduly prejudicial. 

The complainant, a manufacturer of fiber furniture at Festus, 
asserted that the rates from southeastern territory to Festus 
were unjust, unreasonable and in violation of the long-and- 
short-haul part of the fourth section, to the extent that they 
exceeded the rates from southeastern territory to St. Louis. 
Festus is about 39 miles beyond St. Louis on some of the routes 
through that crossing and gateway. 

At the time the rates prescribed in Southern Class Rate In- 
vestigation, 100 I. C. C. 513, went into effect to St. Louis, 
Festus, Smith said, was on the St. Louis level. In that case, 
he said, fourth section relief was given to some of the railroads 
west of the Mississippi between Memphis and St. Louis, but 
that rates to and from the intermediate territory were not in 
issue, so the rates to Festus and other southeastern Missouri 
points to typical points in the southeast became much higher 
than from St. Louis to the southeastern points. For illustra- 
tion, the first class rate from St. Louis to Birmingham, Ala., 
became $1.58, while the first class rate from Festus became 
$2.01. Fiber furniture being rated second class, Smith said, the 
class rate structure was of great importance to the complainant. 

At the hearing, the report said, the carriers offered to 
extend the southwestern scale to southeastern Missouri. Smith 
said that, in addition to the etxension of that adjustment, the 
railroads should be given fourth section relief so as to remove 
the unduly prejudicial situation. 


NAVAL STORES READJUSTMENT 


A general readjustment of rates on naval stores, a few 
higher and many lower than suggested by the carriers, from 
origin groups in the south Atlantic and Gulf coast states, New 
Orleans, La., and east thereof, to Maryland, Virginia and West 
Virginia gateways and points in trunk line and New England 
territories, including Buffalo-Pittsburgh territory in respect of 
rates from the Florida peninsula, has been proposed by Exam- 
inr Arnold C. Hansen in I. and S. No. 3253, naval stores from 
southern points to eastern destinations. The report also em- 
braces No. 19342, Gillican-Chipley Co. vs. Apalachicola Northern 


et al; No. 19622, Western Paper Makers’ Chemical Co. vs. 


A.C. L. et al.; and No. 19782, Empire Size & Chemical Cor- 
poration vs. Atlanta, Birmingham & Coast et al., reopened for 
further hearing in connection with the suspension proceedings. 

Hansen said the Commission should find not justified the 
tates proposed by the carriers, but without prejudice to their 
filing in lieu thereof the rates proposed by him. 

Descriptions of the commodities comprehended under the 
general designation of naval stores and their groupings in the 
suspended tariffs, Hansen said, were similar to those applicable 
from the same points to destinations in central territory as 
approved in Naval Stores from Southern Points, 87 I. C. C. 740, 
91... ¢C. 634, and 96 I. C. C. 417, referred to in the report 
4s I. and S. No. 1900. 

The suspended tariffs proposed the cancellation of the pres- 
fut rail-and-water and less-than-carload commodity rates, the 
Pagers carload rates to apply by way of all-rail routes. Under 
re tariffs combinations would apply to carload shipments in 

u of the rail-and-water rates and class rates to less-than-car- 
load shipments, 
Examiner Hansen said that the proposed revision, in reality, 
- Part of a general readjustment which the carriers had had 
. contemplation for a number of years and was largely based 
yo or influenced by the rates fixed to Buffalo-Pittsburgh ter- 
di 'y in I. and S. No. 1900. Coastwise steamship lines, he said, 
re desire to participate in joint rates and evinced no in- 
ee rs in the matter. Rail-and-water rates via the south Atlantic 

» he said, were not involved. The railroads, as reason for 


what they proposed, Hansen said, desired to bring their rates 
into conformity with the fourth section. 

Rates proposed by the southern lines, the report said, were 
not satisfactory to the trunk line and New England carriers. 
The latter advocated relating the rates to the first class rates, 
22.5 per cent on rosin and 35 per cent on turpentine, made in 
accordance with the K-2 formula in the Southern Class Rate In- 
vestigation over the short-line distances. The proposed rates, 
the examiner said, were the equivalent to tenth class and sev- 
enth class rates, respectively, named in the K-2 scale. 

In disposing of the matter Hansen said the Commission 
should say that the revision proposed by the southern carriers 
and that proposed by the trunk line and New England carriers 
resulted in many rates substantially higher than the present 
basis and those prescribed in I. and S. No. 1900 and that such 
— and inconsistencies could not be sustained. Further, he 
said: 


The Commission should find that the suspended schedules have 
not been justified and order their cancellation, without prejudice to 
the filing of new schedules in conformity with the finding that rates 
from Pune of origin to destinations herein considered should not 
exceed just and reasonable rates represented in the following table: 

—From— 


Group2 Group3 Group4 Group5 Group 6 


Charles- Jackson- Quit- Doth- New 
ton, ville, man, an, Orleans, 

S.<c. Fla. Ga. Ala. La. 

To x= = R 4 x = R T = « 
Richmond, Va. ......... 32 51 32 51 33 52 34 53 42 66 
Baltimore, Md. ......... 33 52 33 52 38 52 35 64 43 £67 
Hagerstown, Md. ...... 35 64 365 54 35 5654 35 54 43 = 67 
Harrisburg, Pa. ........ 35 54 35 54 35 54 36 5&7 44 = 68 


Philadelphia, Pa. 
Easton, Pa. 
Winchester, Va. 


meow Tork, B, Y...220. 36 57 36 57 36 57 38 60 45 70 
Pe, ee ee 39 62 39 62 39 62 40 63 47 72 
Renssalaer, N. Y....... 39 62 39 62 39 62 40 63 47 «72 
pn OS Se 39 62 39 62 39 62 38 60 40 63 


Holyoke, Mass. 
Boston, Mass. 


PUCCIO, BEG, cccccccces 40 63 40 63 40 63 42 66 49 76 

Rochester, N. Y........ 41 64 41 64 41 64 40 63 47 #472 

DE, OW a800 6020000 42 66 42 66 42 66 42 66 43 += 67 

SCR DOEE, BE. ZT ivccvcese 42 G6 42 66 42 66 #42 66 438 #«67 
R—Rosin. 


T—Turpentine. 

This record will not support a dirruption of the existing origin 
groups, therefore the rates from all points of origin to all other des- 
tinations under consideration should be made by observing the same 
group and differentia] relationships from such points of origin as were 
prescribed in I and §S. No. 1900; with respect to other destinations 
not specifically named in the above table, in establishing rates on 
rosin thereto, observance of differentials should be made with regard 
to the key rates therein set forth by observance of the same relation- 
ship as the twelfth-class rates contemporaneously maintained thereto 
bear to the contemporaneous twelfth-class rates to the key points 
herein prescribed; and rates on turpentine to other points considered 
but not herein specifically prescribed should likewise be made to 
harmonize with the prescribed rates on turpentine. 

The Commission should find further that the rates charged on 
the shipments embraced in No. 19342 were not unreasonable, and, 
in view of the general adjustment in rates on rosin and turpentine 
which carriers are expected to establish upon the recommended find- 
ings in the instant case, reparation should be denied. 


VIRGINIA LIME RATES 


In a proposed report on further hearing in No. 19943 (Sub. 
No. 1), North American Cement Corporation vs. Aberdeen & 
Rockfish et al., Examiner Howard Hosmer has recommended 
that the Commission affirm its former findings as to the rates 
on lime from Martinsburg and Berkeley, W. Va., to destinations 
in Virginia. In addition, Hosmer said, the Commission should 
find that to the extent the present Virginia intrastate rates 
differ from the Southern lime scales, approved in Lime Between 
Southern Points, 129 I. C. C. 635, they constituted unjust dis- 
crimination against interstate commerce, which should be re- 
moved by prescribing the Southern lime scales for intrastate 
application. The former report in this case is in 153 I. C. C. 431. 

The case involves not only rates on lime, but on limestone 
as well. In the former report the Commission found the rates 
on lime and ground limestone, from the West Virginia points 
of origin mentioned, unreasonable and unduly prejudicial. In 
this report Hosmer recommended a ground liemstone scale 
beginning with rates of 60 cents per net ton for single-line hauls 
of 20 miles and less and 68 cents for joint-line hauls. The 
scale provides a single-line rate of 115 cents for 80 miles, single- 
line, and 118 cents for joint-line hauls. 

At 90 miles the rate is 120 cents for both single and joint 
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line hauls. At 200 miles it becomes 150 cents; 175 cents for 
the block between 280 and 320 miles; 185 cents at 400 miles 
and runs out with a rate of 200 cents for 521 miles. 

Hosmer said that that scale should be used in making rates 
from Martinsburg and Berkeley to remove the prejudice against 
those points and undue preference for competitors. The finding 
on that point follows: 


‘The Commission should further find that complainant is unduly 
prejudiced and its competitors at Ripplemead, Riverton, Strasburg, 
Staunton, Eagle Mountain, Indian Rock, Strasburg Junction, Barber, 
Rocky Point, Austinville, Alco, Marion and Pontmour, are unduly 
preferred by the present relation between rates on ground limestone, 
in carload, from Martinsburg and Berkeley, on the one hand, and 
the Virginia points named above, on the other hand, to New Market, 
Va., and all points in Virginia north thereof on the Harrisonburg 
branch of the Southern, the Shenandoah district of the Baltimore & 
Ohio, the Cumberland Valley division of the Pennsylvania, and the 
Washington & Old Dominion; Shenandoah, Va., and all points north 
thereof on the Shenandoah division of the Norfolk & Western; Rapi- 
dan, Va., and all points north thereof on the main line of the 
Southern; and all points on defendants’ lines in Virginia east of and 
including Beaver Dam, Lee, Burkeville, Kenbridge and LaCrosse. To 
remove such undue prejudice and preference the Commission should 
prescribe the rates set forth in the appendix to be observed from 
Martinsburg, Berkeley, and the Virginia producing points named in 
the preceding sentence to the destinations referred to therein. 


PROPOSED REPORTS 


Soft Coal Reparation 

No. 19468, J. S. Bash & Sons, Inc., et al. vs. Central Indiana 
et al. By Examiner John J. Crowley. Upon further hearing 
reparation found to be due to Valley Grain Co., A. D. Sizer 
(A. D. Sizer, Inc., successor), E. V. Buckler Coal Co., B. C. 
Beach & Co., J. S. Bash & Sons, Inc., Twin City Coal Yards 
and Illinois Coal Co. on shipments of bituminous coal from 
points in the Brazil-Clinton and Linton-Sullivan groups in Indi- 
ana to Champaign and other points in Illinois to the basis of 
rates prescribed to replace rates found unreasonable in the 
original report, 153 I. C. C. 317. This also embraces No. 19826, 
A. D. Sizer vs. C. M. & St. P. et al. 


Expansion Paving Joints 


No. 22417, Western Elaterite Roofing Co. vs. Union Pacific 
et al. By Examiner Paul R. Naefe. Dismissal proposed. 
Rates, expansion paving joints, Denver, Colo., to destinations in 
California, Oregon and Washington not unreasonable or unduly 
prejudicial. 

Onions 


No. 21788, Arthur Bernier, doing business as A. Bernier & 
Son, et al. vs. Chicago & Eastern Illinois et al. By Examiner 
S. R. Diamondson. Dismissal proposed. Rates, onions, Men- 
dota, Dodge Center, Albert Lea, Lyle and Hollandale, Minn., 
and Osage, Ia., to New Orleans, La., not unreasonable. 


Kitchen Cabinets 


No. 22411, Snell Sash & Door Co. vs. Great Northern. By 
Examiner S. V. Markley. Rates, kitchen and other cabinets, 
set-up loose, in a mixed carload of millwork, building woodwork 
and lumber, St. Paul, Minn., to Great Falls, Mont., inapplicable 
to the extent it exceeded $4.50 per 100 pounds on 71 pieces 
comprising the kitchen and other cabinets. Rate of 67.5 cents, 
minimum 34,000 pounds, charged on other articles in the car 
applicable and not unreasonable. Proposes reparation of $47.98, 
with interest. 

Infant Diet Material 


No. 22344, Mead Johnson & Co. vs. A. C. L. et al. By Ex- 
aminer Lewis L. Prout. Dismissal proposed. Ratings, prepared 
foods, N. O. I. B. N., applicable on infant diet material (trade 
name, Mead’s Dextri-Maltose), carloads and less-than-carloads, 
in official and southern territories and not unreasonable or 
unduly prejudicial. 


Potatoes 
No. 22162, Brown Produce Co. vs. Santa Fe et al. By Ex- 
aminer C. J. Peterson. Dismissal proposed. Rates, potatoes, 


points in Nebraska, Colorado, Idaho, Utah and Wyoming to Mus- 
kogee, Okla., not unreasonable or unduly prejudicial. 


Scrap Iron Reconsignment 


No. 22299, Jack R. Forcheimer vs. Illinois Central et al., and 
a sub-number, Same vs. Burlington et al. By Examiner L. H. 
Dishman. Assessment of reconsignment charges on shipments of 
scrap iron in addition to local rates to and from points of re- 
consignment in Illinois and Missouri unreasonable. Combina- 
tions of locals not unreasonable. Reparation of $18.90, with 
interest, proposed. 


Paperboards 


No. 22255, United Paperboard Co., Inc., vs. Boston & Maine 
et al. 


By Examiner Elza Job. Dismissal proposed. Rates, 
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paperboards, Whippany, N. J., to destinations in Massachise 
and Connecticut not unreasonable or unduly Prejudicial, My 


Lumber 


No. 22424, Amos Lumber Co. vs. Pennsylvania et al. 
Examiner John Davey. Dismissal proposed. Rate, lumbe 
Edinburg, Ind., to Jamestown, N. Y., not unreasonable or oth, . 
wise unlawful. Rate, lumber, Bourbon, Ind., to North To 
wanda, N. Y., applicable, This report also covers a sub-tunbe 
S. J. Peabody Lumber Co. vs. Pennsylvania et al, ' 


Mohair Noils 


No. 22501, Alexander Smith & Sons Carpet Co, ys Ney 
Haven et al. By Examiner Leland F. James. Rate, carload 
mohair noils, Worcester, Mass., to Nepperhan, N. Y,, y ; 
able to the extent it exceeded 38 cents. Reparation of $i» 
with interest, proposed. 


Corn and Products 

No. 22546, Globe Grain and Milling Co. vs. Santa Fe. By 
Examiner Horace W. Johnson. Charges for the movement 
yond Los Angeles, Calif, on a carload of corn, Bancroft, ya, 
cleaned and ground at Los Angeles and the products forwariej 
to various destinations, unreasonable to the extent they « 
ceeded 2.5 cents on ground corn and 6 cents on ground cn 
in poultry formulas. Reparation of $76.52, with interest, py, 
posed. 











Hollow Building Tile 
No. 21931, Whitacre-Greer Fireproofiing Co. vs. B. & 4 

Chicago Terminal et al. By Examiner P. F. Mackey. Dismisy 
proposed. Rates, hollow building tile, Chicago Heights, Ill, , 
points in eastern Wisconsin not unreasonable or unduly prj 
dicial. The report also embraces a sub-number, same ys, ( ¥ 
St. P. & P. et al. 

Canned Salmon 


No. 22440, J. Hurt Whitehead vs. Southern et al. By & 
aminer Roy E. McKee. Dismissal proposed. L. C. L. shipment 
of canned salmon, Norfolk, Va., to Chatham, Va., originating « 
Seattle, Wash., found to be interstate traffic and rate not » 
reasonable. 

Iron Waster Sheets 

No. 22518, Cabranette Corporation vs. C. & O. et al. } 
Examiner J. Edgar Smith. Dismissal proposed. Fifth clas 
rates, iron and steel waster sheets and high-finished reject 
Ashland, Ky., to Michigan City, Ind., not unreasonable or ij 
violation of section 6 of the interstate commerce act. 


Scrap Iron 
No. 22238, Speyer & Co. vs. C. N. O. & T. P. et al. 3 
Examiner Herbert P. Haley. Rate, scrap iron, valuable for r 
melting purposes only, Wallace, Ky., to Cincinnati, 0O., unre 
sonable to the extent it exceeded 10.5 cents per 100 pounés 
Reparation of $69.70 proposed. 


Lumber 


No. 22292, Germain Lumber Co. vs. Southern et al. By 
aminer W. B. Wilbur. Lumber, Carson, Ala., to Grand Mere, 
P. Q., Canada, overcharged by reason of the exaction of a 
applicable rate and excessive weight. Applicable rate, 66 cent 
Proper weight, 49,500 pounds. Reparation of $31.86 proposed. 


Asphalt Shingles 


No. 21859, Martha Mills vs. Central of Georgia. By Exal 
iner C. Garofalo. Rate, asphalt shingles, New Orleans, La. t 
Thomaston, Ga., unreasonable to the extent it exceeded 52 cenls 
Reparation proposed. 

Printed Magazine Covers 

No. 22381, Arthur Capper, doing business as the Capp! 
Publications, vs. Santa Fe et al. By Examiner Joseph G. Coopet 
Third class rate, printed magazine covers, carloads, Chicaéi 
Ill., to Topeka, Kan., not unreasonable prior to February 1) 
1928, but on and after that date unreasonable to the extent" 
exceeded, exceeds or may exceed the contemporaneous fourth 
class rate. Reparation and new rate for the future proposel 


Petroleum Products 


No. 22451, Illinois Oil Co. vs. Santa Fe et al. By Examilé 
S. R. Diamondson. Rates, petroleum products, Cushing, Brit 
tow, Cleveland and Drumwright, Okla., to Clinton. Bardwe 
Fulton and Mayfield, Ky., unreasonable to the extent they # 
ceeded, exceed or may exceed 41.5 cents. Reparation and ne¥ 
rates proposed. Finding to be without prejudice to any differe! 
conclusions that may be reached in No. 17000, part 4, Hoch 
Smith petroleum, now pending. 





ST. PAUL RAIL-BARGE SWITCHING 


Exaction of class rates for the movement of freight betwe? 
the terminal of the government barge line at St. Paul and Mit 
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ta Transfer, Minn., instead of a switching charge, Exam- 
esr hn J. Crowley proposes, in No. 21107, City of St. Paul 
inet nicago, Burlington & Quincy et al., and a sub-number, 
vs. q Waterways Corporation vs. Same, shall be condemned as 
ae eeanle and unduly prejudicial to the barge line; unduly 
a aaa of all-rail carriers; unduly prejudicial to shippers 
Ire onsignees at Minnesota Transfer and unduly preferential of 
¥f pers OF consignees within the switching district of St. Paul. 
j Crowley has recommended that the Commission find that 
$4 per car would be a reasonable and otherwise lawful charge. 
The movement between the barge terminal and industries on 
the Minnesota Transfer Railway, Crowley says, is terminal 
switching. The charge fixed therefor, he said, should bear a 
reasonable relation to reciprocal switching charges maintained 
py the trunk lines between the barge terminal and industries 
in the St. Paul switching district. He said that the present 
charge applicable to the switching movement of barge line 
traffic by the Bridge Terminal Railway was $4 per car. It was 
prescribed by the Commission in I. and S. No. 3285, Switching 
at St. Paul and Minneapolis, 151 I. C. C. 291. On this record, 
rowley said, that that charge should be sustained as reason- 
able and otherwise lawful on this traffic. 


M. P. & N. ABANDONMENT 

The Commission, by division 4, in Finance No. 7820, Mineral 
Point & Northern abandonment, has authorized that company 
io abandon its line and the operation, under trackage rights, 
of a line of the Chicago, Milwaukee, St. Paul & Pacific, in Iowa 
and Lafayette counties, Wisconsin. The line to be abandoned 
is about 30 miles long, of which something more than 4 miles 
are under trackage rights. The road was built to serve a min- 
eral company which also has the service of the Milwaukee 
road. Its tonnage has fallen off so the property cannot be 
operated except at a loss. 


TELEPHONE ACQUISITION 


Authority to acquire the properties of the Arizona, Cal- 
ifornia & Nevada Telephone Co. has been denied by the Com- 
mission, division 4, in Finance No. 7742, to the Public Utilities 
Consolidated Corporation and the Public Utilities California 
Corporation. The Commission said that it could not find upon 
the facts presented that the proposed acquisition would be of 
advantage to the persons to whom service would be rendered 
and in the public interest. It said that for it to make such a 
finding it was essential it should have definite information 
such, as it said, was not furnished in this case. 


D. & H. SIMPLIFICATION 


The Commission, by division 4, in Finance No. 7359, finance 
application of Delaware & Hudson Co. and Delaware & Hudson 
Railroad Corporation, has authorized the first mentioned to 
abandon the operation of the railroad lines of that company in 
New York, Pennsylvania and Vermont on condition that the 
Delaware & Hudson Railroad Corporation immediately assume 
the operation of those lines. The Commission, by its authoriza- 
lion in this application, has approved, in its main features, the 
jlan of the Delaware & Hudson Co. to simplify the corporate 
structure of the D. & H. by transferring its railroad properties 
and operations to the new company, called the Delaware & Hud- 
son Railroad Corporation. 

Under the new arrangement, according to the report, the 
present or old company becomes a mere stockholding company, 
while the new company becomes owner and operator of the 
various railroads constituting the system. 

In only one major thing did the Commission refuse to au- 
thorize the proposals of the applicants. The report said that 
the applicants had “failed to show any good and sufficient rea- 
7 for issuing preferred stock.” The applicants asked for 
authority to issue 257,870 shares of preferred and 515,740 of 
‘mmon capital stock. Issuance only of the common stock was 
authorized, both without par. The Commission pointed out 
the equity in the property of the new company to be rep- 
ro by the proposed common and preferred stock was 
fe nat The equity represented by the proposed pre- 
om stock, with an assigned value of $100 per share, in the 
sae of liquidation, would be $25,787,000, leaving an equity of 
vith emg represented by the common stock. In connection 
said: € preferred stock phase of the subject, the Commission 


tock ews as to the concentration of control in the hands of a 
the cairn Stockholders having but a small financial interest in 
MLC ¥ se are set forth in Unification of Southwestern Lines, 
ants ip 401, 438. The necessary findings to authorize the appli- 
dition thoy ceed with their proposals can be made only upon con- 
ise of ~ all provisions for the issue of preferred stock or the 
tor the € proceeds thereof by the new company in part payment 
inder whic nee of the D. & H. be excluded from the agreement 

ich the properties are to be transferred to the new company. 
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The minor point in which the Commission denied the pro- 
posal of the applicants was as to the acquisition of the Mechan- 
icville & Fort Edward Railroad Co. The application in respect 
of that corporation was dismissed on the ground that it was not 
a carrier subject to the interstate commerce act. It claims a 
track or tracks which are also claimed by the Boston & Maine. 
The matter is in litigation and the new company, according to 
one decision, is not fully organized and competent to maitain 
an action in court. 

Aside from the major findings authorizing the abandonment 
and the assumption of operation, the Commission found that the 
acquisition by the new company of the subsidiaries of the old 
company, by purchase of stock and transfer of leases, would be 
in the public interest. 

These moves are part of the general conversion of the 
Delaware & Hudson Co., chartered by New York in 1823, from 
a canal and coal mining company into a regular railroad com- 
pany. The report says the company never had the general 
rights of a railroad corporation under the general railroad law 
of 1847. Under its special charter powers, the report said, the 
company came to be a large and complicated corporation with 
many diverse activities, including the mining of coal and the 
operation of hotels. The first step toward simplification, the 
report said, was the transfer of its coal mining activities to the 
Hudson Coal Co., the company thereby divesting itself of the 
coal business except as a stockholder in the coal company. 

Commissioner Eastman, dissenting, said that it did not seem 
to him that on the record the Commission could make an affirm- 
ative finding upon either the application to abandon or to assume 
operation. He said that he was wholly unconvinced by any in- 
formation before the Commission that the transfer was required 
by public convenience and necessity. He said he could not 
even see that the change would facilitate the transfer of the 
D. & H. to another company in case of consolidation. 


COMMISSION ORDERS 


No. 20696, Bakelite Corporation vs. Boston & Albany et al. 
Proceeding reopened for reconsideration, and petition of com- 
plainant to reconsider and/or permit reargument, denied in so 
far as it requests reargument. 

No. 19897, Builders’ Association of Kansas City, Mo., Inc., 
vs. Burlington et al. The order entered in this proceeding on 
November 11, 1929, which was by its terms made effective on 
February 25, 1930, upon not less than 30 days’ notice, has been 
modified so that it will become effective on March 8, 1930, upon 
not less than 30 days’ notice. 

No. 21797, L. A. Baker, et al. vs. Alabama Great Southern 
et al. The order entered in this proceeding on November 21, 
1929, which was by its terms made effective on February 10, 
1930, upon not less than 30 days’ notice, has been modified so 
that it will become effective on March 12, 1930, upon not less 
than 30 days’ notice. 

No. 20244, Miller Bros. 101 Ranch vs. Santa Fe et al. The 
order entered in this proceeding on November 29, 1929, which 
was by its terms made effective on February 18, 1930, upon 
not less than 30 days’ notice, has been modified so that it will 
become effective on February 28, 1930, upon not less than 15 
days’ notice. 

No. 22714, Standard Oil Co. (Indiana) vs. Chicago & North- 
western et al. and No. 22733, Public Service Commission of 
Wyoming vs. Chicago & North Western et al. Texas Co. per- 
mitted to intervene. 

No. 22868, Ohio-Kentucky Associated Industries vs. Ahnapee 
& Western et al. Clay Products Traffic Association of St. Louis 
District permitted to intervene. 

No. 22986, Choctaw Transportation Co. et al. vs. Chicago 
& Eastern Illinois et al. Service Co., Inc., of Forest City, Ark., 
permitted to intervene. 

No. 22120, Interstate Commerce Commission vs. Southern. 
Mobile Cotton Exchange permitted to intervene. 

No. 22698, Wichita Flour Mills Co. vs. Santa Fe et al. 
Western Star Mills Co. and Abilene Flour Mills Co. permitted to 
intervene. 

No. 12255, Southern Acid & Sulphur Co. vs. Arizona & New 
Mexico et al. The order entered herein on November 25, 1922, 
in so far as it requires defendants to maintain rates from Sul- 
phur Mine, La., has been vacated and set aside. 

No. 19971 (and Sub. 1), Norfolk-Portsmouth Freight Traffic 
Commission vs. Aberdeen & Rockfish et al. and No. 20852, City 
of Newport News, Va. vs. Aberdeen & Rockfish et al. Petition 
of Atlantic Coast Line, Seaboard Air Line, and Southern for 
reopening, reargument, and reconsideration of above cases a 
similar petition by Norfolk Southern which adopts that of the 
other defendants, denied. 

No. 21673, San Pedro Chamber of Commerce et al. vs. Santa 
Fe et al. Defendants’ petition for further hearing and consol- 
idated with No. 17000, rate structure investigation, part 12, non- 
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ferrous metals, in so far as it involves rates on non-ferrous 
metals denied. 

No. 16116, Indiana State Chamber of Commerce vs, Santa 
Fe et al., No. 16392, H. D. Conkey & Co. et al. vs. Santa Fe et 
al., and No. 16563, National Fire Proofing Co. vs. Pennsylvania 
et al. Petition filed on behalf of Kankakee Tile & Brick Co. 
et al. for rehearing, and defendant, Illinois Central’s petition for 
modification of findings and order, denied. 

No. 16510, American Feed Manufacturers’ Association et al. 
vs. Abilene & Southern et al. and No. 17457, Humphreys-Godwin 
Co., Inc., vs. Abilene & Southern et al. Petition of complainant 
in No. 17457, to reopen No. 16510 for further consideration and 
modification of the reparation order of June 10, 1929, therein 
so as to eliminate the provision for award of reparation to the 
parties named, because it asserts in No. 17457 that it is en- 
titled to reparation, denied. 

No. 20903, Southwestern Broom Manufacturing Co. vs. Santa 
Fe et al. Defendants’ petition for reconsideration on record 
denied. 

No. 22824, State of New Jersey vs. New York Central et al. 
Imperial Paper and Color Corporation; William Campbell Wall 
Paper Co.; Lincrusta-Walton Co.; New York Boat Owners’ 
Association, Inc.; Sinclair Refining Co., and New England Traffic 
League permitted to intervene. 

No. 21077, New England Paper and Pulp Traffic Association 
et al. vs. Boston & Maine et al. Boston Chamber of Commerce 
permitted to intervene. 

Finance No. 7956, application of Ozark & Philpott Valley for 
certificate to construct a line of railroad in Franklin county, 
Arkansas. Arkansas-Oklahoma Coal Institute and Midwest Coal 
Traffic Bureau permitted to intervene. 

No. 14020, J. D. Hollingshead Co. vs. Aberdeen & Rockfish 
et al. The order entered in this proceeding on March 7, 1924, 
as subsequently modified, in so far as it requires carriers within 
New England territory to maintain rates on slack-barrel shooks 
with metal hoops therefor, is vacated and set aside, and the 
petition of carriers in central freight association territory is 
denied. 

No. 22578, Chambers Seed*Co. et al. vs. Baltimore & Ohio 
et al. Petition of Lexington Board of Commerce and C. S. Brent 
Seed Co., interveners, for further hearing in this case with 
respect to reasonableness of rates to Lexington, Ky., denied. 

No. 19750 (and sub. 1), Armour & Co. vs. Illinois Central 
et al. Complainant’s petition for formal hearing and reconsid- 
eration denied. 


No. 21172, Brannon Coal Co. et al. vs. Southern et al. De- 
fendants’ petition for reconsideration denied. 


No. 20856, Blanchard Lumber Co. et al. vs. Boston & Maine. 
Proceeding reopened for reconsideration on record as made. 


No. 20337, Leonard, Crosset & Riley, Inc., et al. vs. Aransas 
Harbor Terminal et al., No. 20853, Northwestern Potato Ex- 
change,‘ Inc., vs. Same, No. 19285, Salina Chamber of Commerce 
et al. vs. Santa Fe et al., No. 19778, Wichita Chamber of Com- 
merce et al. vs. Santa Fe et al., No. 20728, Northwestern Potato 
Exchange, Inc., vs. Abilene & Southern et al., and No. 16613 
(Sub. 1), Grand Forks Commercial Club vs. Ahnapee & Western 
et al. Petition of defendants for reconsideration in connection 
with Docket Nos. 21218, 21607, 22444 (Sub. 1), 22527, 22682, and 
I. & S. 3260, denied. 

No. 22877, Sub. 1, Barnard A. Norsworthy et al. vs. Arkansas 
Valley Interurban et al. Chicago & North Western dismissed 
as a party defendant hereto. 

No. 20856, Blanchard Lumber Co. et al. vs. Boston & Maine. 
Complainants’ petition for reopening and rehearing denied, in 
view 4 division 3 reopening case for reconsideration on record 
as made. 

No. 21046, Buckeye Rolling Mill Co. vs. Baltimore & Ohio 
et al. Defendants’ and complainants’ petitions for modification 
of. order denied. 

No. 21224, Pfaltzgraff Pottery Co. vs. Pennsylvania. Pro- 
ceeding reopened for further hearing, and effective date of order 
suspended until further order of Commission. 

No. 21224, Pfaltzgraff Pottery Co. vs. Pennsylvania. De- 
fendant’s petition for rehearing denied, in view of division 3 
reopening case for further hearing and suspending order until 
further order of Commission. 

No. 21904, Williamson Veneer Co. vs. Baltimore & Ohio et 
al. Petition of Norfolk & Western for modification of order to 
eliminate origins in West Virginia denied. 

Finance Nos. 5690 and 5688, New York Central Unification. 
The New York Central has been authorized to pledge the 
capital stock of the Michigan Central, Big Four, and Chicago, 
Kalamazoo & Saginaw, now held by it, under its refunding and 
improvement mortgage. 

No. 16256, Welch Grape Juice Co. et al. vs. Abilene & 
Southern et al. Proceeding reopened for reconsideration. 


No. 19345, Upson Co. vs. Aberdeen & Rockfish et al. 
plaint dismissed upon complainant’s request. 


Com- 
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No. 21376, Charles Boldt Paper Mills Co. vs. Alabama 
Southern et al. Complaint dismissed upon complainan 
request. tf 

No. 22818, Illinois Coal Traffic Bureau vs. Alton ¢ 
et al. Carlyle Paper Co. and Owens-Illinois Glass Co, Dermit 
to intervene. te 

Finance No. 7945, application of Abilene & Eastern | 
certificate to construct a line of railroad between Abilene . 
Cross Plains, Tex. Waco Chamber of Commerce Dermittes , 
intervene. \ 

No. 19895, Nuckolls Packing Co. vs. Santa Fe et al, Swit 
& Co., Cudahy Packing Co., and Armour & Co. Dermitted jg 
intervene. 

No. 22715, Rose Motor Co. et al. vs. Santa Fe et al, Com. 
plaint dismissed upon complainants’ request. 

Upon complainant’s request the Commission has Cismisse 
No. 21814, New York Butchers’ Dressed Meat Co. vs. Chey 
peake & Ohio et al.; No. 22266, H. S. Crocker Co., Inc., ys, Rock 
Island et al., and No. 22502, Paterson Parchment Paper (o, i 
Pennsylvania et al. 

No. 22959, Stone Mountain Granite Corporation et al, , 
Southern et al. Alabama Marble Co. and Alabama Stone (; 
permitted to intervene. 

No. 22941, Sugar Creek Creamery Co. vs. Boston & Albany 
et al. St. Louis-San Francisco dismissed as party defenday 
hereto. 

No. 20462, Colonial Salt Co. et al. vs. Chicago & Erie ety 
The effective date of order heretofore entered in this process. 
ing on August 15, 1929, as subsequently amended, has been pog. 
poned until the further order of the Commission. 

No. 20133 (and Subs. 1 and 2), Transcontinental Oil q 
vs. Atlanta & St. Andrews Bay et al., and No. 21810, Empir 
Refineries, Inc., et al. vs. Santa Fe et al. The petition of South. 
western carriers, defendants, for reconsideration and amen. 
ment of orders herein, denied. 


C. & S. ABANDONMENT 
The Traffic World Washington Burew 


Representatives of the Colorado & Southern, includix 
Henry C. Hall, former commissioner, and of the city of Denver 
and state of Colorado, spent a large part of January 16 arguix 
the question whether the Commission should permit the Col 
rado & Southern to abandon its line, 185 miles long, betwee 
Denver and Leadville, Colo., Finance No. 7132, proposed abar- 
donment of line by Colorado & Southern. It was Mr. Halls 
first appearance before the Commission since his retirement 
from it. 

A large part of the stock of the Colorado & Southem,: 
narrow-gauge line, is owned by the Burlington. In addition t 
Mr. Hall, Kenneth Burgess spoke for the applicant. Opposition 
to the abandonment was voiced by B. L. Whatley, for the Denver 
city water commissioners, who, unwillingly, started the present 
move for abandonment; W. M. Downing, for the Royal Tiger 
Mines Company, a large mining operation on the narrow gage, 
H. E. Dickinson, for the Denver Chamber of Commerce; Colil 
A. Smith, for the state of Colorado, and T. H. Gibson, for the 
city of Denver. 

The applicant bases its desire to abandon upon the fad 
that its annual deficit, for eight or nine years, has been more 
than $300,000. Mr. Burgess said that the deficit amounted 
a requirement that the road be rebuilt every nine years. Th 
road has been a losing venture, according to the allegation 
of its owners, for thirty years. ; 

Assigned for argument in connection with the applicatio 
to abandon was Finance No. 7092, application of the city and 
county of Denver for a certificate of convenience and necessit! 
permitting the Colorado & Southern to abandon part of its 
line. That application is regarded as the cause of the preset! 
move for abandonment, according to the Colorado & Souther. 
The city asked that fifteen miles of the road be abandoned 
so that it might use the right-of-way as part of a reservill 
The city now is willing to rebuild the railroad around the pt 
posed reservoir. : 

When the Colorado & Southern was heard on its appl 
cation it said that it would give its property to a junction 
near Denver, to anyone who would promise to operate it. Det 
ver interests said that that was not a good offer, because # 
would not permit the operator to get into Denver except ove ‘ 
part of the road that would be in the hands of the offerine 
company. At the argument, Mr. Burgess enlarged the offer 0 
saying that if the Commission would permit abandonment, 
to get into Denver would be given to the ones who took over 
the Colorado & Southern. 

Representatives of the opposition said that those who welt 
located on the road would pay higher rates rather than “ 
the property abandoned. Mr. Burgess said that that had 4 & 
sound, but meant nothing because there had to be a parity 
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with the Denver & Rio Grande Western or the traffic 
ates ail go to the latter. In addition, he said, some of the 
ould “| pay higher rates were made by shippers who- used 
—~ few miles of the Colorado & Southern so as to get their 
eight to the Rio Grande. 


p. & 0. CONTROL OF B. R. & P. 


The Commission, as a result of developments in the argu- 

t on January 17 in Finance No. 7645, application of the 
“ ore & Ohio for authority to acquire control of the Buffalo, 
ae & Pittsburgh by stock purchase, has allowed ten 
i which attorneys opposed to the grant of that application 
a file their views as to the legal effect of the promulgation 
~ tly of the Commission’s so-called complete plan for the 
ree olidation of the railroads. It has allowed attorneys of the 
oo side, that is, those favoring grant of the application, to 
aoc the contentions of the opposition. 
~ Questions as to the effect of the promulgation of that plan 
were raised, not directly, in the course of the argument of 
4, T. Newcomb, counsel for the Delaware & Hudson, in opposi- 
‘on to the grant of authority. C. B. Heiserman, vice-president 
and general counsel of the Pennsylvania, said that that com- 

y did not want this application to be disposed of in the 
hat of the complete plan as if in disposing of this application 
the Commission were proceeding under the plan. He said that 
the plan was not in this record. Mr. Heiserman said he would 
not go so far as to say that the Commission was without author- 
ity to change the permanent plan when it might be considering 
an application under section 5 (2), but that he would say that 
ihe public interest was not shown in the record in this case, as 
it would have to be shown in a proceeding under the permanent 


oe on the application of the Baltimore & Ohio 
yere made for the applicant by Luther M. Walter and Henry 
w, Anderson; Fayette B. Dow, for the city of Rochester, N. Y.; 
August G. Gutheim, for the Rochester & Pittsburgh Coal Com- 
pany; G. K. Munson, for the Mt. Jewett, Kinzua & Riterville, 
a short line connecting with the Buffalo, Rochester & Pitts- 
burgh, and Mr. Newcomb, for the Delaware & Hudson. The 
latter was the only one in opposition to the application. Grant of 
authority was recommended in a proposed report by Assistant 
Director C. V. Burnside, of the Commission’s bureau of finance, 
upon conditions the effect of which would be to require the 
Baltimore & Ohio to hold the stock of the Buffalo, Rochester & 
Pittsburgh for disposition in accordance with the Commission's 
complete plan for consolidation when it might be promulgated. 

Discussion or reference to the permanent plan was confined 
to Messrs. Newcomb, Anderson and Heiserman. Before the 
arguments were begun W. S. Bronson withdrew the hostile in- 
tervention of the Pittsburgh & West Virginia and at the end 
of the arguments Commissioner Meyer read the telegraphic 
notice from the Wabash that it desired to have the record show 
that it had withdrawn its opposition. Withdrawal was caused 
by the fact, Mr. Bronson said, that the Commission, in its per- 
manent plan, had allocated the Buffalo, Rochester & Pittsburgh 
to the Baltimore & Ohio. 


Mr. Newcomb suggested that proceeding with this applica- 
tin was a furthering of a plan to have a very small tail wag 
avery large dog. The important point in the plan for the 
consolidation of railroads, he said, in so far as the Baltimore & 
Ohio was concerned, was as to whether it would obtain the 
Central of New Jersey. It was a matter of record, he said, 
that the Baltimore & Ohio did not desire the Buffalo, Rochester 
& Pittsburgh unless it obtained the Central of New Jersey and 
the Reading. In answer to a question by Commissioner Porter 
Mr. Newcomb said the Commission should not approve a first 


= unless there was a showing that the major steps could be 
taken. 


In elaboration of his thought Mr. Newcomb said it would 
be More reasonable for a man desiring something to say, “give 
me the Central of New Jersey because I think I can get the 
Buffalo, Rochester & Pittsburgh,” than for him to say, “give me 
the Buffalo, Rochester & Pittsburgh, because I think I can get the 
Central of New Jersey.” Mr. Newcomb wanted to know how 
aly one could tell, now, whether the Baltimore & Ohio or the 
New York Central would obtain the Central of New Jersey, a 
link he said would be necessary to carry out the Baltimore & 
Ohio scheme of a low grade line through northern Pennsylvania. 
Allocation of the Buffalo, Rochester & Pittsburgh to the Dela- 
vare & Hudson, he said, would further that plan better than 
illocation to the Baltimore & Ohio. 

ommissioner Meyer .asked whether there would be any 
a injury by the allocation of the B. R. & P. to the B. & O. 
Di Newcomb said there would be because allocation to the 
- & H. would be a better disposition. The interest of the latter, 
W said, was to assure a fuel suppy to the industries in the 

Yoming valley after the exhaustion of the hard coal deposits. 
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The Baltimore & Ohio, he said, would be more interested in 
hauling coal to the east than to Rochester. A promise by the 
Baltimore & Ohio to maintain existing routes and channels, 
which Mr. Gutheim said satisfied the coal companies for which he 
was speaking, was not seriously regarded by Mr. New comb. His 
thought was that any large aggregation of capital would be able 
to accomplish its desire for the profits that were the easier reaped 
notwithstanding such a promise. Active solicitation of traffic, 
he said, would affect the flow of traffic and starve a route that, 
according to promise, was being kept open. The interest of the 
Baltimore & Ohio, he insisted, would be to divert traffic to the 
eastward rather than allow it to go north to be hauled eastward 
by the New York Central or other lines. 

Commissioner Woodlock seemed to be taking the argument 
as signifying that Mr. Newcomb attached but little importance 
to the complete plan for the consolidation of railroads. 

“I attach profound importance to it,” said the speaker, “but 
it is still the right of any one to ask for changes therein. If 
the plan is in this case at all, it is of no importance because the 
question as to whether a particular unification is to be made can 
be made only on specific application or a whole record on the 
question of public interest.” 

Answering a question by Commissioner Meyer, Mr. New- 
comb said it was not necessary for an applicant to disclose all 
the things it desired to do but he suggested that the Baltimore 
& Ohio should show that it could take control of the Central 
of New Jersey and the Reading before asking for something 
it would not want unless it could obtain the Central of New 
Jersey. 

His advice to the Commission, after he had stated that the 
Delaware & Hudson was still an applicant for the Buffalo, 
Rochester & Pittsburgh, was to dispose of this case in the way 
it had disposed of the Delaware & Hudson application, namely 
that the application be held premature. 

Mr. Anderson said that he could not see how the Delaware 
& Hudson could come here without asking for a reopening of the 
complete consolidation plan. 

“Does every plan for acquisition of control have to conform 
with the permanent plan?” asked Commissioner Eastman. 

“Yes, or there must be an application for a reopening of 
the complete plan?” said Mr. Anderson. 

Section 5 (2), said Mr. Anderson, looked toward a complete 
plan. Now that such a complete plan had been made, he con- 
tended, every acquisition application had to conform with it or 
be accompanied by a motion to reopen the consolidation pro- 
ceeding. Consolidations, he said, could not be made in advance 
of valuations. Therefore, he concluded, the acquisition method 
was the only one that could be used in going forward and every 
application must be in conformity with it or be accomapnied by 
a reopening motion. 


PETITIONS FOR REHEARING, ETC. 


No. 22907, Illinois Silica Sand Traffic Bureau vs. Akron, 
Canton & Youngstown et al. Defendants ask for an entry of 
an order requiring complainant to make its complaint herein 
more definite and specific. 

I. and S. 3339, routing on export petroleum from Texas ports 
to New Orleans, La., and sub-ports via Gulf Coast Lines. Re- 
spondents ask for reopening and reconsideration. 


No. 15584, Midcontinent Oil Rates, 1925, Sinclair Refining 
Co. et al. vs. Ahnapee & Western et al., and cases consolidated 
therewith. Western Trunk Lines and Northern lines ask for (a) 
order vacating in part orders in No. 15584, and associated cases; 
(b) order vacating orders in No. 16309, South Dakota Inde- 
pendent Oil Jobbers’ Association vs. Santa Fe et al.; (c) re- 
hearing; (d) consolidation of pending cases involving rates 
in North and South Dakota and contiguous territory from mid- 
continent and Wyoming oil fields. 


No. 17517, rates on chert, clay, sand and gravel, within the 
state of Georgia, and No. 17763, Roquemore Gravel Co. et al. 
vs. Atlanta, Birmingham & Atlantic et al. Georgia Public Serv- 
ice Commission asks for rehearing, etc. - 

No. 20141, Chautauqua & Erie Grape Growers’ Cooperative 
Association et al. vs. Erie et al. Bessemer & Lake Erie asks 
for modification of order of Commission. 

No. 20574, Barnhart Coal Co. et al. vs. Chicago & Eastern 
Illinois et al., and No. 20759, Poll Construction Co. vs. Chicago 
& Eastern Illinois. Chicago & Eastern Illinois, defendant 
herein, asks for reopening and further hearing, and for an 
extension of time within which the Commission has directed 
that payments of reparation shall be made. 

No. 21019 (and Sub. 1), J. A. Forsythe et al. vs. Burlington 
et al. Complainants ask for cancellation of order reopening 
for further hearing, and to advance this proceeding for an early 
decision. 

No. 19623, W. J. Small et al. vs. Abilene & Southern et al. 
Complainants ask for reopening for purpose of rehearing, re- 
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consideration and/or argument in matter of reparation prior 
to October 12, 1925. 

I. and S. 3295, lake cargo coal from southwest Pennsylvania 
mines to Cleveland and Ashtabula Harbor, O., and Erie, Pa., 
for transshipment beyond. Respondents herein ask for rehear- 
ing and argument to the Commission. 

I. & S. 3408, commodities from, to and between points in 
Florida. Respondents, Atlantic Coast Line and others, pro- 
test against action of division 2, of Commission, with respect 
to the particular paragraphs, items and notations which were 
suspended and ask the Commission for permission to restore 
the rates which were canceled as the result of such action 
of division 2. 

No. 21904, Williamson Veneer Co. vs. Baltimore & Ohio 
et al. Complainant asks for reopening therein and reconsidera- 
tion by full Commission on record as made. 


No. 17000, part 6, iron and steel articles and consolidated 
cases. American Bridge Co., American Sheet & Tin Plate Co., 
American Steel & Wire Co., Carnegie Steel Co., Lorain Steel 
Co. and National Tube Co. ask for interpretation of order herein. 


No. 21858, Premier Red Ash Coal Corporation vs. Norfolk 
& Western et al. Complainant asks for reopening of proceed- 
ing, for setting aside order of dismissal of complaint and for 
oral argument before division 2. 


No. 15382, Tidal Refining Co. et al. vs. Santa Fe et al., and 
cases grouped therewith. Defendants herein, by F. A. Leland, 
chairman, Southwestern Freight Bureau, asks for postponement 
of effective date of order entered herein for a period of ninety 
days. 

No. 21577, Rapp Lumber Co. vs. Louisville and Nashville. 
Complainant asks for oral argument and/or reconsideration by 
full Commission. 

No. 15912, Ohio Farm Bureau Federation et al. vs. Ahnapee 
& Western et al., and cases grouped therewith. Central Freight 
Association carriers ask for further postponement of Commis- 
sion’s order herein. 

No. 15381, Vera Chemical Co. of Canada, Ltd., vs Alabama 
Central et al. Complainant asks for reopening for further hear- 
ing and for orders requiring establishment of same rates on 
rosin from Mississippi Valley to Burlington, Ont., as are main- 
tained to Hamiiton, Ont., and of a reasonable rate for that por- 
tion of the transportation which takes place within the United 
States on rosin from southeastern territory to Burlington, Ont., 
and the award of additional reparation. 


FINANCE APPLICATIONS 


Finance No. 8043. New Jersey Bell Telephone Co. and Delaware 
Valley Telephone Co. ask approval of sale of latter’s property in and 
around the Borough of Milford, N. J., to former. 

Finance No. 8044. New York, New Haven & Hartford Railroad 
Co. asks authority to assume obligation and liability in respect of 
$4,545,000 of equipment trust certificates, bearing 4% per cent interest, 
to be sold at competitive bidding. 

Finance No. 7384. First supplemental application of Morris & 
Essex Railroad Co. and Delaware, Lackawanna & Western Railroad 
Co. for order authorizing the latter to sell $15,000,000 of 44% per cent 
Morris & Essex construction mortgage gold bonds, series B, at not 
less than 93% per cent of par or at a‘price not less than that which 
the Commission shall fix and determine, the proceeds to be used to 
reimburse the treasury of applicant for $2,607,000 and to retire tem- 
porary bank loans amounting to $6,000,000, and the balance to be ap- 
plied on expenditures for additions and betterments in 1930 already 
authorized and under construction. 

Finance No. 5055. Third supplemental application of Morris & 
Essex Railroad Co. and Delaware, Lackawanna & Western Railroad 
Co. for order authorizing the latter to sell $10,000,000 of Morris & 
Essex 5 per cent construction mortgage gold bonds, series A, at a 
price not less than 100% per cent of par or at a price not less than 
that which the Commission shall fix and determine, the proceeds 
to be used for additions and betterments. 

Finance No. 8041. Colorado & Wyoming Railway Co. asks au- 
thority to abandon two separate portions of its southern division in 
Las Animas county, Colo., by discontinuing service over tracks of 
the Santa Fe between Trinidad and Jansen,- 2.2 miles, and abandon- 
ment of a spur from Sopris to Piedmont, less than a mile, together 
with incidental sidetracks, etc., at Piedmont. 

Finance No. 8045. Supplemental yo rte ng of New York Central 
Railroad Co. for authority to assume obligation and liability in respect 
to»-not exceeding $5,280,000 of 4144 per cent equipment trust certificates, 
to be sold at competitive bidding. 


UNCONTESTED FINANCE CASE 


Report and certificate in F. D. No. 8005, authorizing the Atlantic 
Coast Line Railroad Company to construct a line of railroad in Polk 
county, Fla., approved. 

Report and order in F. D. No. 7906 (1) authorizing the acquisition 
by the New York Central Railroad Company of joint control of the 
Sewell Valley Railroad Company, Loop & Lookout Railroad Company, 
and Greenbrier & Eastern Railroad Company by purchase from the 
Chesapeake & Ohio Railway Company of one-half the capital stocks 
of said companies, conditions prescribed; and (2) granting authority 
to the New York Central Railroad Company to assume obligation 
and liability jointly with the Chesapeake & Ohio Railway Company 
in respect of the payment of principal and interest on $300,000 of first- 
mortgage 5 per cent bonds of the Sewell Valley Railroad Company, 
approved. 

Report and certificate in F. D. No. 8004, authorizing the Louisiana 
Railway & Navigation Company of Texas (1) to abandon operation 
under trackage rights, over the Texas & Pacific Railway, and (2) 
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to operate, under trackage rights, over a_leased line of th 
Mississippi Valley Railroad Company, in Caddo Parish La 

Third supplemental report and order in F. D. No. 6240 autor 
the Chicago, Milwaukee, St. Paul & Pacific Railroad Company ty 


© Yazoo g 


from moneys received by it from the payment of $4 = Bay 
stockholders of the Chicago, Milwaukee & St. Paul Ralls by the 
not exceeding $107,165.52 for services and disbursements of Com! 

ie 


& Colpitts, consulting engineers, approved. 
Report and order in F. D. No. 7909, authorizing the Wh 
& Lake Erie Railway Company (1) to issue $409,000 of ref o 
mortgage gold bonds, series B, said bonds to be sold at not jeanne: 
98.689 per cent of par and accrued interest and the proceeds ‘han 
in taking up an equal amount of extension and improvement om 
5 per cent gold bonds; and (2) dismissing that part of the ap rr eaRe 
for authority to pledge extension and improvement mortgage oi 
cent gold bonds, approved. SPS be 
Report and order in F. D. No. 7996, authorizing the acquisiti 
by the Louisville & Nashville Railroad Company of control oe 
of the railroad and properties of the South East & St. Louis R om 
Company, approved. — 
Report and certificate in F. D. No. 7907, authorizing the Norfolk 
& Western Railway Company to ¢onstruct an extension of its lin o- 
railroad in McDowell county, W. Va., and Tazewell county, Va.” 
proved. eT 
_Report and certificate in F. D. No. 7980, authorizing the Bris: 
Railroad Company, and Henry G. Smith, receiver, to abandon, 4 
to interstate and foreign commerce, a line of railroad in Aa : 
county, Vt., approved. ges 
Second supplemental order in F. D. No. 6677, application ,: 
Wichita Falls & Southern for authority to issue bonds, drawn for 
the purpose of changing the name of the mortgage trustee and th 
date of maturity of the bonds appearing in the Commission’s gy). 
mental order of March 23, 1929, approved. Supple- 


HOCH-SMITH PETROLEUM 

The Commission, in No. 17000, parts 4 and 4-A, Hoch-Smitj 
petroleum and its products, has announced the extension 
the time for filing and serving exceptions to the proposed p. 
ports made by Examiners Peyser and Fuller from February j 
to March 10. It has also moved the argument date from March 
5 to April 9. The time for filing replies to the exceptions ha 
been moved up to April 1. 

A notice issued in connection with the announcement ¢j 
changes in dates said that parties desiring to participate in th 
oral argument should advise the Commission at the time excep 
tions were filed. The Commission urged, in that notice, tha 
parties having the same interest join in presenting their arg. 
ments, in so far as practicable. 


ling 


CONSOLIDATED SOUTHWESTERN CASES 


The Commission, in No. 13535, Consolidated Southwesten 
Cases, except Nos. 15217 and 15231, has postponed the effective 
date of its order of April 5, 1927, as since amended, in so far as 
it requires the establishment of some rates not later tha 
February 9, to December 9, 1930. It has also postponed tle 
effective date, by means of a supplemental fourth section order, 
of fourth section order No. 9500, issued in connection with the 
order in the formal docket case, in so far as it relates to certain 
rates, so that it will become effective December 9, 1930. 

The postponed orders required the carriers to establish 
rates, in conformity with the fourth section order, on commoé 
ities for which secific rates had not hitherto been prescribed 
or approved in the Southwestern Consolidated Cases. 

As part of the mechanics of the postponement it denied: 
petition of the carriers, dated December 3, 1929, seeking : 
further extension of time within which they were to establish 
rates on the sort of commodities indicated. 





CHANGE IN DOCKET 


Hearing in No. 22784, Bragg, Millsaps & Blackwell, Inc., ¥%. 
A. G. S. R. R. et al., assigned for January 21, at Birmingham. 
Ala., before Examiner McChord, was canceled. 

Hearing in I. and §S. 3400 (and first supplemental order), 
restricted transit arrangements on logs from northwestern ai 
Pacific coast points to eastbound transcontinental destinations. 
assigned for January 25, at Salt Lake City, Utah, before Exam 
iner Cassidy, was postponed to date to be hereafter fixed. 


PIEDMONT & NORTHERN ARGUMENT 


The Supreme Court of the United States heard argumell 
January 22 in the case involving the question of whether the 
Piedmont & Northern is an interurban electric railway © 
empted by the provisions of the interstate commerce act from 
the jurisdiction of the Commission. The Commission held ! 
had jurisdiction and denied the application of the Piedmont é 
Northern for authority to extend its lines. The district cout 
upheld the Commission and the carrier appealed to the highes! 
tribunal in No. 164, Piedmont & Northern et al. vs. United Staté 
et al. 

Those who participated in the argument were W. §. 08. 
Robinson, Jr., for the Piedmont; S. S. Alderman, for the inter 
vening steam lines in support of the Commission’s decisiot: 
John E. Benton, general solicitor of the National Associatio 
of Railroad and Utilities Commissioners, against the Comm* 
sion’s decision; and D. W. Knowlton, chief counsel of 
Commission. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


, ken from Reporters and Digests of National Reporter System, 
(Digests lished by West Publishing Co., St. Paul, Minn. Copyright, ” 
1930, by West Publishing Co.) 
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TELEGRAPHS AND TELEPHONES 


(Supreme Court of Arkansas.) Sender of interstate tele- 
cram, having no knowledge that message had been incorrectly 
“ransmitted, resulting in damage, until after 60 days for making 
claim therefor had expired, nor knowledge of any circumstances 
that might lead reasonable person to believe such was the case, 
and make investigation, held not bound by contract under which 
message was received for transmission, providing that company 
will not be liable for damages or statutory penalties in any case 
where claim is not presented in writing within 60 days after 
message is filed for transmission.—Western Union Telegraph 
(o. vs. Chappelle, 21 S. W. Rep. (2d) 964. 

Provision in contract under which telegram was received 
for transmission, providing that company would not be liable 
for damages or statutory penalties in any case where claim was 
not presented in writing within 60 days after message was filed 
for transmission, held to allow reasonable time for presentation 
of claim for damages after fact of error in transmission became 
known.—Ibid. 

Where claim for damages for error in transmission of tele- 
gram was presented in writing immediately on acquiring knowl- 
edge of incorrect transmission of message, and suit brought 
shortly thereafter, claim held presented within reasonable time, 
and not barred by sender’s failure to comply with literal terms 
of provision in contract requiring claim for damages to be filed 
within 60 days after filing of message for transmission.—Ibid. 

Where landlord sent telegram to tenant, agreeing to reduce 
rent, telegraph company was agent of landlord, and landlord 
was bound by mistake made in transmission of message, or by 
terms in which it was delivered to sendee, and could not com- 
pel payment of greater sum for rent than he had agreed to 
accept in message.—Ibid. 

In action for damages for failure to correctly transmit and 
deliver telegram from landlord to tenant regarding reduction 
of rent, testimony of tenant that he would have accepted reduc- 
tion and paid amount of rental as correctly designated in tele- 
sram filed held not incompetent, since, tenant being already bound 
\o pay greater amount for rent, there was nothing unreasonable 
in his saying that he would have paid amount designated, and 
refusal to pay more than amount agreed to be paid by accept- 
ance of terms of telegram as erroneously delivered was in no 
wise contradictory or inconsistent therewith.—Ibid. 
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Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System 
published by West Publishing Co., St. Paul, Minn. Conpriaht, g : 
1930, by West Publishing Co.) 
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REGULATION OF COMMON CARRIER 


(Circuit Court of Appeals, Sixth Circuit.) Where plaintiff 
" action tried by court without jury excepted to no finding of 
“er and at plaintiff's request court made separate finding of 
“i only open question was whether finding supported judg- 
a A. Gerrard Co. vs. American Ry. Express Co., 35 Fed. 
€p. (2d) 861. 

fn — assumes that factors of weight and designation found 
+P Schedules are of importance in determining whether 
i — should go forward under one rate or another and that 

; on thereof in schedules was not surplusage.—Ibid. 
ot a 0 to recover alleged overcharges on express shipments 
fred b oupes from California, claimed to be in excess of rate 
that oe, classification under 49 USCA, section 6, finding 
capaciti es shipped carried identifying designations and weight 
ticall nn different from names and weights of crates of prac- 
raion — dimensions designated in tariff, but in accord with 
rather the weights provided for other classes, was substantial 
ment: ti y scintilla finding, and was sufficient to sustain judg- 
tthin ‘at plaintiff did not bring itself within schedules en- 
§ it to lower rates.—Ibid. ; 
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(District Court, E. D., Kentucky.) A state cannot discrimi- 
nate in favor of. intrastate commerce against interstate com- 
merce, nor between interstate common carriers for hire by 
motor vehicles—Magnuson vs. Kelly, State Com’r of Motor 
Transportation, et al., 35 Fed. Rep. (2d) 867. 

State commissioner of motor transportation held not author- 
ized to limit applicant for certificate of public convenience and 
necessity under Acts Ky. 1926, c. 112 (Ky. St. Supp. 1928, sec- 
tions 2739j-1 to 2739j-41), to two interstate round trips per day, 
instead of four applied for, on ground that additional trips 
would seriously affect safety of travel on, and seriously impair, 
highway.—Ibid. 

Provision of Acts Ky. 1926, c. 112 (Ky. St. Supp. 1928, sec- 
tions 2739j-1 to 2739j-41), for appeal to circuit court from refusal 
of application for certificate of public convenience and necessity 
by commission of motor transportation, held inapplicable to 
applicant suing for injunction restraining commissioner and 
others from interfering with operation of interstate bus line, in 
view of Const. art. 1, section 8, and Const. Amend. 14.—Ibid. 





(Supreme Court of Illinois.) In reviewing order of Illinois 
Commerce Commission, Supreme Court is limited to a deter- 
mination of whether commission acted within scope of its au- 
thority, whether order has substantial foundation in evidence, 
and whether any substantial right has been infringed by such 
order.—Central Northwest Business Men’s Assn. et al. vs. Illinois 
Commerce Commission et al., 168 N. E. Rep. 890. 

Supreme Court is not authorized to substitute its judgment 
for that of Illinois Commerce Commission, in order to put itself 
in place of commission and try anew issues presented.—Ibid. 

Public utilities act, section 65 (Smith-Hurd Rev. St. 1927, 
c. 111%, section 69), requiring Commerce Commission to make 
and enter findings of fact concerning subject-matter inquired 
into and based its order thereon, held to imperatively require 
that commission make finding of fact on principal issues in 
case.— Ibid. 

Illinois Commerce Commission, in order that courts may 
intelligently review its decisions, must make its findings suffi- 
ciently specific to enable courts to determine whether decisions 
are based on findings.—Ibid. 

Public utilities act, section 65 (Smith-Hurd Rev. St. 1927, 
c. 111%, section 69), requiring Illinois Commerce Commission 
to make and enter findings of fact concerning subject-matter 
inquired into and base its order thereon, held applicable to 
order rescinding prior order.—Ibid. 

Before Illinois Commerce Commission could lawfully rescind 
its previous order, as it was authorized to do under public 
utilities act, section 67 (Smith-Hurd Rev. St. 1927, c. 111%, 
section 71), commission must find facts different from findings 
on which original order was entered, or that facts as found in 
original order were erroneous, or that since entry thereof con- 
ditions have changed to such an ‘extent that facts and conditions 
as they existed at time of rescinding order were different, or 
that mistake as to law was made, and enter findings applicable 
to then conditions.—Ibid. 

Illinois Commerce Commission having made order to install 

and operate motorbus street railway extension lines as part of 
existing street railway system, where commission did not make 
finding of facts different from findings on which original order 
was entered, nor that conditions had changed since original 
order, nor that mistake of law had been made, held not author- 
ized to rescind original order, in view of public utilities act, 
section 65 (Smith-Hurd Rev. St. 1927, c. 111%, section 69), 
requiring commission to make and enter findings of fact con- 
cerning subject-matter inquired into and base its order thereon. 
—Ibid. 
Public utilities act (Smith-Hurd Rev. St. 1927, c. 111%), 
vesting Illinois Commerce Commission with jurisdiction and 
control over public utilities, held not to authorize commission 
to determine public policy of state.—Ibid. 


O’FALLON ARGUMENTS 


The Trafic World Washington Bureau 


“The Supreme Court of the United States requires this 
Commission, in this case, to give dominant and controlling 
weight to current prices,” said Fred H. Wood, speaking for the 
O’Fallon railroad in the argument, January 23 and the following 
day, on the decision of the Supreme Court in the St. Louis & 
O’Fallon and Manufacturers’ Railway recapture cases, Finance 
dockets Nos. 3908 and 4026, respectively. 

As to what the words “current prices” meant as used by 
him he submitted a table of figures showing that in his opinion 
the Commission should use the prices prevailing in 1923, deduct 
depreciation, allow 15 per cent of the cost of reproduction at 
current prices to cover intangibles, chiefly “going concern 
value” and calculate the excess income to be recaptured on that 
base. Using that figure the base upon which excess earning 
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is to be calculated, is shown in that table as $1,446,266. The 
Commission used $750,000, excluding land and working capital, 
arrived at by using 1914 prices, plus the cost of additions and 
betterments since 1914 as the foundation for calculating the 
excess to be recaptured. Mr. Wood said that the error was 
about $430,000, against the O’Fallon. 

Inasmuch as recapture had to do only with the past and 
not with the future, Mr. Wood said it would be fair to use cur- 
rent prices in recapture years as the foundation. But he sug- 
gested that 1920, 1921 and 1922 prices be disregarded in arriving 
at a base in this particular case because of the fluctuations in 
prices in those years. 

Seven hours were divided among six men for discussion of 
the decision of the Supreme Court to the end that the Commis- 
sion might obtain from them the reactions produced in them 
by the language of the highest tribunal. Mr. Wood, D. H. Kirby 
and Leslie Craven appeared for the O’Fallon; Donald Richberg, 
for the National Conference for the Valuation of Railroads; 
John E. Benton, for the National Association of Railroad and 
Utility Commissioners, and Walter I. Fisher, former secretary 
of the interior, special counsel for the Commission in this case, 
for the Commission. 

Mr. Wood said that he was not speaking for any railroad 
other than the O’Fallon. However, he said, he was not saying 
anything in this case that he would not say in any other recap- 
ture case. Mr. Craven, who also appeared for the O’Fallon, 
said he was not appearing for the conference committee of rail- 
road executives for which he often appeared before the Com- 
mission. 

Mr. Craven, at the beginning of his remarks which were on 
the accounting features of the case, moved to reopen the O’Fal- 
lon and Manufacturers’ cases on the ground that the Commis- 
sion, having used the original cost as the basis for its depreci- 
ation accounting, was out of harmony with the rule laid down 
in The United Railways and Electric Co. of Baltimore vs. Harold 
E. West et al., commonly called the Baltimore street car fare 
case. (See Traffic World, January 11, p. 99.) The court held 
that depreciation had to be based upon the present value of the 
property. Mr. Craven was reminded that the rules of practice 
required such a motion to be made in writing and he said that 
he would do that. 

The whole range of valuation cases that had been passed 
upon by the Supreme Court since Smythe vs. Ames, when attor- 
neys for regulatory bodies were insisting that current prices 
should not be used because they were lower than prices repre- 
senting the original cost of units used in constructing railroads, 
was covered by Mr. Wood in his argument. 

His object was to show that the Supreme Court had ap- 
proved his proposition that current prices had to be given dom- 
inant and controlling weight and that it was error on the part 
of the Commission to have used as a foundation 1914 prices 
plus prices of units used in additions and betterments since that 
year. But he said that that did not mean that current prices, 
less depreciation, had to be used in making the valuations of 
each and every railroad. He insisted that in the cases of such 
railroads as the O’Fallon, which, under any valuation which 
he said the Commission might make would earn an excess in- 
come, the Commission was bound to use current prices, less 
depreciation as the base. It needed not to be used in cases of 
railroads ready for abandonment, he said. His first object, he 
said, was to point out why he said that the court had said that 
current prices had to be given dominant and controlling weight 
and the second would be to tell the Commission what duty, in 
dollars, the decision placed upon it. 

When he submitted the table of figures based on prices for 
each of the years 1920-23, both inclusive, Commissioner East- 
man asked several questions as to how 15 per cent had been 
arrived at as a fair allowance for “going concern value.” Mr. 
Wood said that it was a matter of judgment, not based upon 
any definite expert testimony in the record but upon the deci- 
sions of the courts in various cases. 

Mr. Wood was subjected to considerable questioning by 
Commissioners Aitchison, Farrell, Eastman and Porter as to 
how he arrived at the conclusion that dominant and controlling 
weight had to be given to current prices in view of the fact, 
as they said, the court, in the O’Fallon case, used two-thirds of 
the space consumed in its opinion in merely restating the rule 
it said it had laid down in the Smythe vs. Ames case. His 
answer was that the cases decided since that time, such as the 
Southwestern Bell, McArdle, Minnesota Rate and Bluefield cases 
showed what the Smythe vs. Ames rule meant. 


MUNSON LINE CASE 
The federal Circuit Court of Appeals for the fourth circuit, 
sitting at Richmond, Va., in No. 2908, United States vs. Munson 
Steamship Line, on appeal from the federal district court at 
Baltimore, Md., has affirmed the decision of the trial court to 
the effect that shipments from interior points to Baltimore via 
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the Pennsylvania, Baltimore & Ohio, and Western Mary 
thence by the steamers of the Munson Line to points ip Flor 
were not made under a common arrangement for through 
riage. Therefore the steamship line, the courts hold, , , 
under obligation to file tariffs showing the rates with the Inte 
state Commrce Commission. , 

According to the allegation by the United States, at the 
instance of the Commission, the arrangement was a cop 
arrangement and therefore subjected the steamship line to tha 
part of the law requiring the filing of rates chargeq Ute 
such a common arrangement for through Carriage. The ey, 
held that the shipments were carried from original points y 
origin to ultimate destinations under separate contracts , 
carriage entered into with each set of carriers by the Users ¢ 
the service. The testimony of witnesses for the Commissicy 
was to the effect that railroad bills of lading issued at points y 
origin were indorsed to show that the steamship line was , 
carry the shipments from Baltimore to destinations in Flog 
and that there was no intervention, at Baltimore, by the shippe 
but that the service of transfer was under the control and doy 
by agents of the steamship company. 

Application will be made by the government to the Supry 
Court for a review of the decision on the claim that the holding 
of the lower courts is contrary to decisions made by it ina m 
ber of cases in which it was contended that parts of a throug 
movement were separate shipments whereby they were freq 
from the Commission’s supervision. 


CAR SUPPLY DAMAGES 


An unusual suit, A. Spates Brady vs. Interstate Commey 
Commission and United States, has been begun in the federy 
court for the northern district of West Virginia at Parkershu, 
W. Va. The complainant asks the court to enjoin, annil a 
set aside that part of the Commission’s report and order i 
A. Spates Brady vs. Baltimore & Ohio and Western Marylai 
162 I. C. C. 327, 112 I. C. C. 244, and 102 I. C. C. 19, whi 
reduces the award of damages to Brady from about $57,000 
about $12,000. 

In the proceedings before the Commission Brady asked ir 
damages on account of the failure of the railroads mention 
to furnish cars for coal loading in times of shortage. The exp 
iner reported that Brady had suffered damages amounting 
about $57,000. The Commission, however, held that the ni 
roads had made an offer to supply cars, which, if it had bea 
accepted by Brady, would have reduced his damages to abot 
$12,000. It made an award for the lesser amount. 

The railroads took the case to court at Parkersburg tt 
have the order awarding $12,000 set aside. But they did m 
press it. The Commission contended that they had an adequi 
remedy at law in that they could refuse to pay the award, there 
compelling Brady to sue them for its collection if he desir 
to recover the money. It pointed out that its order was oly 
prima facie evidence of the amount due Brady and that th 
award left them with all the defenses they ever had. 

The Brady suit, however, asks for the elimination of 
part of the report and order limiting the award to $12# 
Attack upon the report of the Commission in a given cass 
unusual, the assault, usually, being only upon the order. 


F. J. & G. ABANDONMENT 


Suit has been brought in the federal court at Albany, \.!. 
to set aside the certificate of the Commission in Finance \ 
7708, abandonment by Fonda, Johnstown & Gloversville Rai 
road Company, authorizing the company to abandon a line! 
Fulton county, New York. The judge of the court asked 
Commission to postpone the effective date of the order ai 
the Commission has postponed the date to February 24. 

The United States Feldspar Corporation and others rout 
the suit, alleging that the company had received money fro 
the state of New York to relocate the line and that there ™ 
necessity for the line. . 

In its report the Commission said the railroad had recelt 
an award of upward of more than $1,500,000 in condemmais 
proceedings, by reason of the fact that construction by , 
state of New York of a reservoir would flood about 7 miles 
the 12 miles to be abandoned between Broadalbin Junction 
Northville, N. Y. The issue as to the obligation of the 
to use this money in relocating the line was raised in the mr 
ceeding, but the Commission said it was concerned 0 
determination of whether or not a line was needed betweet 
points indicated. 


PULLMAN SURCHARGE BILL 


A bill (H. R. 8764) to make unlawful the collection he 
charge by the railroads for travel in parlor or sleeping me 
has been introduced in the House by Representative Saba' 


Tllinois. 
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Condemnation of the free storage practices of the Inland 
Waterways Corporation as indirect rebating and unlawful was 
yoiced by the American Warehousemen’s Association in a reso- 
jution adopted at its closing session here January 23. The 
resolution will be placed before Congress and the Commission. 


It said: 


Whereas the Inland Waterways Corporation, commonly known as 
the Federal Barge Line, has been created by Congress to furnish 
barge transportation upon certain inland waterways, and, whereas, 
the Federal Barge Line has adopted and entered upon certain prac- 
tices which amount to indirect rebating—namely, free storage at 


*Uprete ; for lon eriods, of sugar and other important commod- 
holding oon on a pes free storage is unwarranted and such in- 
: direct rebating unlawful, be it, therefore, resolved by the American 
through Warehousemen’s Association in convention assembled, that these 
free, practices be ealled to the attention of Congress and of the Interstate 


y Commission and that the general secretary be instructed 
yeend @ COPY of this resolution to the President of the United States, 
to the Secretary of Commerce, to the Secretary of the Interstate 
Commerce Commission, to the Operating Executive of the Inland 
Waterways Corporation, and to other interested government officials. 


‘ede H. C. Hershman, of St. Joseph, Mo., was re-elected presi- 
ersburg, dent of the warehousemen’s group, Elmer Erickson, of Chicago, 
nul and was re-elected vice-president, and C. A. Aspinwall, of Washing- 
rder ia ton, D, C., was re-elected treasurer. The directors’ committee 
arylani, of the organization is formed of elected officers of the associa- 
, Whid tion and its two divisions. , 
7,000 to Other resolutions adopted at the closing sessions included 
guthority to the directors to employ counsel; instructions to 
ked for the board to formulate a membership campaign to bring in all 
ntionel legitimate warehousemen; instructions to the board to oppose 
@ ela any extensions of the scope of the U. S. warehouse act, and to 
ting to cooperate With department of agriculture officials in execution 
he rai of present terms; formation of a strong legislative committee, 
ud bees and an endorsement of the work of the National Business 
0 about Survey Conference. 
— Other Convention Business 
fied Creation of a code of ethics for the merchandise warehouse 
dequi fame dustry under the auspices of the Federal Trade Commission 
therein and reopening of Docket No. 12681 covering charges at Atlantic 
desire me 220 gulf port terminals in which the Commission recently handed 
as oily fee OWR @ Six-five decision, loom as other results of the 39th an- 
hat the nual convention of the American ‘Warehousemen’s Association 
at the Edgewater Gulf Hotel. These projects, and also the 
of the action with respect to barge line practices, are the contribution 
$12, of the merchandise division meetings to the general sessions. 
case i The association is composed of two divisions, the other being 


formed by cold storage warehouse operators. 

Subsidiary plans to strengthen the industry closely inter- 
woven to the three major activities include the publication 
shortly of a warehouse tariff guide to be used by warehousemen 
in translating basic individual factors into commensurate stor- 
age and handling charges, the naming of a committee to develop 
4 uniform tariff covering special services, and employment of 
counsel to serve the division and general organization. These 
plans will be financed through a 100 per cent increase in dues 
for 1930. With the launching of the national advertising pro- 
gram in process of perfection since the Los Angeles conven- 
lion, the warehouse organization faces 1930 with an ambitious 
program. 

General sessions of the association opened January 20, and, 
after formalities of welcome and response, settled down to hear 
ue report of President H. C. Herschman, St. Louis, who pre- 
sided. Mr. Herschman gave a brief review of 1929 activities and 
submitted suggestions for convention work. He was followed 
by E. A. Howard Baker, of Denver, general secretary, and Gard- 
her a of Boston, chairman of the U. S. warehouse law 


_ Despite injury to the warehouse business due to applica- 
ton of laws designed for farm relief either pending or already 
adopted, the industry cannot afford to be recorded in opposi- 
Hon to them but should co-operate in their formation or execu- 
on 80 as to obtain an equitable treatment, declared Mr. Poole. 
Individual warehousemen should actively take part, advising 
their representatives both in Washington and in state legisla- 
‘ures on just how the execution of laws will affect business. 
he basic difficulty of the U. S. warehouse act, the extension of 
Which is much complained of by some warehousemen, was that 
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American Warehousemen’s Association 


al Convention at Edgewater Gulf—Action Taken Condemning Free Storage Practices of 
Government Barge Line—Officers Elected and Committee Reports -_Heard 


(Special Correspondence, from Edgewater Gulf, Miss.) 


Congress has delegated its powers to an individual. The indus- 
try could follow a plain law, whereas, when powers were dele- 
gated they did not know where they stood from day to day. The 
discretionary power delegated to the Secretary of Agriculture 
and passed to assistants had expended the scope of activity of 
the act far beyond the act. It is charged by the American 
Warehousemen’s Association in complaints to the Secretary of 
Agriculture that agents are attempting to depress the value of 
the receipts issued by them under the uniform warehouse re- 
ceipt act, which have been approved by the Department of 
Commerce and the American Bankers’ Association, in emphasiz- 
ing use of the extended U. S. warehouse act. 


The organization went on record authorizing and instruct- 
ing the officers and committee to continue their efforts to obtain 
the naming of a conference committee by the Department of 
Agriculture. Efforts to date have resulted in a more friendly 
feeling in the department, it being mutually understood that, the 
act having been adopted, there is no alternative to its being 
made effective. Discussion of this act by members in the gen- 
eral sessions, as well as in division meetings, indicated that 
its operation will result in still further holding of commodities 
at points of origin instead of their moving to central warehous- 
ing points. It was declared by one speaker that any man hold- 
ing title to an equivalent to 10,000 bags of rice and who had 
no blemishes on his business record could list his warehouse 
under the act in three weeks. 


James C. Brown, of Baltimore, gave a summarized report 
on contacts with the U. S. Chamber of Commerce. He was fol- 
lowed by Elmer Erickson, of Chicago, who reported on the 
National Business Survey Conference, which he attended as vice- 
president of the organization. Mr. Erickson declared that “if 
we attend to business in keeping abreast of the times in meet- 
ing the needs of our shippers we will have a good year in 1930. 
Work is the key to it.” 


C. B. Carruth, organization cost accountant, spoke on the 
distribution of a pamphlet prepared to open the eyes of busi- 
ness men to existence of ample terminal facilities. 


The general sessions were confined to Monday afternoon 
and Thursday morning, Tuesday and Wednesday being devoted 
to meetings of the cold storage and merchandise warehouse 
divisions. 

Merchandise Division 


The merchandise division sessions opened Tuesday morning 
with a summary of 1929 work by President Fred R. Long, of St. 
Louis, who pointed out, among other things, that a satisfactory 
increase in business had developed in the year. Hand to mouth 
purchasing had resulted in increased services to shippers, he 
said. 

Secretary Wilson V. Little, of Chicago, called attention to 
a further extension of the warehouse act proposed by former 
Secretary of Agriculture Jardine which failed in the last Con- 
gress but is coming up again. C. B. Carruth, cost accountant 
and statistician, submitted his report. The treasurer’s report 
was read for H. D. Crooks, of Chicago, by the secretary. 


Following the submission of the treasurer’s report a discus- 
sion of the organization’s finances and program for the year 
was launched and a motion to increase the dues by 100 per cent 
for 1930 made. After extended discussion the motion was 
carried. . 

The Tuesday afternoon session opened with the reading of 
the committee report on banks and banking, read for Chairman 
H. E. S. Wilson, of Hoboken. The report dwelt on the effect of 
propaganda for the U. S. warehouse act receipts on those issued 
by the warehousemen. The report on bonded warehouses sum- 
marizing detailed changes in regulations governing them was 


read for committee chairman H. A. Holt, of New York City. 


The advertising campaign, plans for which were launched 
at the last convention, will materialize in February when the 
first publication of advertisements will begin, according to a 
report made by D. S. Adams, of Kansas City, committee chair- 
man. Details of the plan and follow-up methods were outlined 
for the warehousemen in an extended discussion. The first 
advertisements will appear in The Traffic World, Nation’s Busi- 
ness, and other outstanding publications. The campaign in- 
volves an expenditure of approximately $32,000 annually - for 
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three years and the program is financed by 195 voluntary con- 
tributors. 
Unethical Practices 


A discussion of unethical and unfair trade practices that 
affect the warehouse industry followed. Nelson A. Emmertz, 
of Chicago, told of the steps taken by the cold storage group 
to initiate a movement for a trade practice conference with the 
Federal Trade Commission leading to the establishment of a 
code of ethics made effective December 9, 1929, by order of the 
Commission. A resolution “authorizing the executive committee 
to initiate or to support a movement initiated by individual ware- 
housemen for a trade practice conference with the Federal 
Trade Commission and to follow the movement through to a 
conclusion,” was adopted without an opposing vote. 

The American Furniture Warehousemen’s Association, a 
group formerly allied with the general organization, voted to 
initiate a movement for a conference last week in their annual 
convention. 

The Wednesday morning session opened with the submis- 
sion of the final report of the Central Bureau Committee with 
S. G. Spear, of Boston, a committeeman, acting for Chairman 
T. E. Witters, of Baltimore. The committee reported that a 
study and statistical calculation, work on which extended over 
12 years, had been completed and a guide tariff for warehouses 
in course of printing. The tariff is designed to establish a more 
uniform rate calculation in the industry and will be open to 
every warehouseman in the country. It covers 80 pages, of 
which eight are devoted to explanation of the central contract 
with conditions and factors entering into rates as well as modi- 
fying them, symbol explanation and directions for use. Rates 
shown cover 1,600 titles, 1,200 commodities, more than 2,500 
packages. Wholesale and retail basis rates are covered. A 
warehouseman using the tariff must first compute his total an- 
nual costs including those for operating and fixed charges. He 
then adds what he figures should be due for annual profit. This 
is calculated against storage space to determine the annual rate 
a square foot that must be obtained to give the desired result. 
The tariff also covers handling charges. Any combination of 
ee and handling charges in and out may be made from the 
tariff. 

The aims of the warehousemen in developing the tariff in- 
clude the stabilization of storage and handling charges, a more 
careful calculation by warehouse operators of their charges, 
and a closer association of total costs to final rates charged on 
each item. The tariff will be in furtherance of the principal 
laid down by the Federal Trade Commission that a commensu- 
rate return shall be charged, it being the unspoken aim to es- 
tablish the tariff guide in the set-up for trade practices finally 
approved by the Commission in the conference soon to be 
initiated. 

At the conclusion of the discussion on the tariff guide, the 
subject of charges for special services was taken up. The vari- 
ance between these charges in different sections, including 
those points not assessing them on some items, was discussed, 
it being said that large manufacturers had commented on the 
lack of uniformity. A motion was adopted calling for the nam- 
ing of a special committee to prepare a supplement to the tariff 
covering charges for special services. This supplement is to be 
ready for submission for approval with the major work. 

The division on “Survey of Current Business” of the De- 
partment of Commerce has considered modifying its activities 
in preparation of statistics covering Warehouse space occupancy, 
now on a monthly basis, if warehousemen do not co-operate 
more fully, said L. S. Schnitman, its chief. Mr. Schnitman de- 
clares that many warehousemen appeared unwilling to furnish 
information required for the compilation, some even averring 
they “don’t know” when pressed hard for figures on percentage 
of space occupied. Only 600 warehousemen report now. 


Warehousemen Become Truckers 


‘Warehousemen in Texas who saw a growing volume of 
freight taken away from their establishments by truck operators 
for delivery were quick to conclude that the grouping of a few 
of these operators at a common terminal with a warehouse 
would evolve in the course of time, those attending the Wednes- 
day afternoon session were told. The result foreseen if matters 
took their course was that truck operators would go into the 
warehouse business. This conclusion reached, the warehouse- 
men decided they would go into the trucking business instead. 

Trucking service in Texas is divided into two classes, one 
being straight contract hauling and the other a public service 
under the same restrictions as the railroads and subject to the 
jurisdiction of the Texas Railroad Commission. The latter type 
must obtain a certificate of public convenience and necessity 
before operating. 

The Dallas warehousemen headed the movement to go into 
trucking, an organization being created with their leadership. 
Four warehouses there belong to the group and two additional 
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are co-operating. A survey of the situation showed that the 
trucking proposition would be a big one, so a co-operative Com. 
pany was formed and contract drawn up for “allied” lines, Bach 
contract is for a five-year period and the member holding it jx 
given an exclusive territory and a list of the other Warehouses 

The group now includes 10 warehouses, operate over 1299 
miles of route, with 100 trucks, and include 110 miles of electric 
line to which 200 miles more will be added shortly. Each oper. 
tor is a stockholder in United Motor Lines, Inc. General hag. 
quarters are in Dallas. Operation is out of the important Texas 
cities. The van lines pay back drayage costs to the termipy 
from the warehouse when a line haul is involved, all] Merchan. 
dise being sent to the depot. The warehousemen are not “qy 
for big money” but the line must stand on its own feet, T, 
plan is to run for about a year more and then put the Opera. 
tion back in its proper channel, and then the warehouses yjj 
have proper connections with whom they can work. The Opere- 
tion, it was said, has developed new factors. Pool cars cap 
handled more economically, as they can be spotted at the bey 
point instead of at a fixed center. The railroads are pleased y 
the aims of the group and type of management which ig m 
operating with them. The lines are not “out to take the bys. 
ness from the railroads.” The Texas railroads are giving ger. 
ous thought to store door delivery and pick-up and this practig 
is already being followed by the Texas & Pacific Railroad, noy 
controlled through stock ownership by the Missouri Paeifi 
System. 

Discussion developed that Texas “realized the trucks wer 
on the roads” and must be kept out of the warehouse busines 
St. Louis truck lines have terminals and warehouses deliver t 
them. In Omaha the truck lines come to the warehouses, |) 
Kansas City, “free pick-up” is being worked out of the “pictur” 
having been ruled out six months ago without undue logs of 
business. 

The questions unsatisfactorily answered in the decision of 
the Interstate Commerce Commission in Docket 12681 covering 
port charges should be pressed at any and all opportunities 
before the Commission and the railroads, according to §. ¢ 
Spear, of Boston, chairman of the committee in charge of this 
activity. Mr. Spear declared that the case should be reopened 
on handling and wharfage. In assenting to this the merchandisx 
division tendered a rising vote of thanks to the committee in 
appreciation of its work. 


Free Storage 


Eastern, western and southern railroads have been asked to 
discontinue the granting of 30 days’ free storage of sugar a 
Great Lakes terminals in order to eliminate an argument 0 
which Major General T. Q. Ashburn, head of the Inland Water 
way Corporation, justifies the free storage of a number of con- 
modities at Mississippi river terminals, declared R. W. Dietrich, 
of New Orleans, chairman of the traffic and transportation cot: 
mittee for river and lake ports, in his report to the organiz- 
tion. Said he: 


The Inland Waterways Corporation, operating the Federal Bart 
Line, about the middle of last year put in free storage and fret 
handling service on sugar when stored in its own _ warehouse 3! 
Memphis, St. Louis and other points on the Mississippi River ani 
the Warrior River. F 

At Minneapolis and St. Paul free storage and free handling 
various commodities besides sugar were also instituted, ranging from 
nine months’ free storage on sugar to five months on miscellaneous 
commodities. Complaints were made by various of our members 
with the result that a special committee was appointed with tle 
undersigned as chairman to prosecute the complaint. , ; 

In view of the fact that by Section 500 of the Transportation Act 
as amended it is declared to be the policy of Congress, “to foster 
and keep in full vigor inland waterways transportation’ it was felt 
that the better way to start proceedings would be to educate the 
various members of Congress as to this unnecessary and unjust meats 
of fostering inland waterways transportation, particularly so smc 
Congress allowed the Federal Barge Line to make its freight ml 
20 per cent less than the corresponding railroad rates in order t 
offset the slowness and other disadvantageous features of waterWa! 
transportation. Consequently, your chairman wrote to numerols 
senators and representatives, as well as urging all of our members 
likewise, to appeal to their respective Congressmen. Another resi 
of this has been to put the officials of the Inland Waterways Cr 
poration on the defensive. Another result has been the reduction © 
Minneapolis and St. Paul of free time on sugar from nine month: 
to two months. In addition to writing to congressmen and senators 
and our own members, I sent literature to approximately 400 a 
papers in the Mississippi Valley and about 3,000 individuals ( e} 
men) located at different towns and inland points in the Missiles? 
Valley. This work seems to have placed the Barge Line on the the 
fensive, hence the widespread and systematic propaganda by i 
Barge Line in the defense of the proposed extension of its oni 
tions. But this widespread propaganda by the Barge Line has nd 
the effect of bringing out the railroad appealing in self-defense 4™ 
in my opinion, will result in giving the warehouse interest powér'™ 
allies in Congress. ; sressed 

Your chairman traveled to Sandusky, O., where he ad SS 
the Ohio Warehousemen’s Association on this subject and _ this 4 
sociation went on record in a set of very strongly worded oa 
tions of protest addressed to the president of the United State 
Herbert Hoover. The receipt of these resolutions was acknowl 


t 
by the president’s secretary, who stated that same had been broug™* 
; * Your chairman 4s 


to the president and would have his attention. 
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ed the convention of the Associated Traffic Clubs of America, 
attended “held in St. Louis in the middle of October, where he 
which ne about 500 of the delegates and succeeded in receiving as- 
addresse of substantial support in our complaint against these free 
surances ractices. Your chairman now has up with the proper rail- 
some fficials of the eastern, western and southern lines the question 
road 0 discontinuance by the railroads of their 30 days’ free storage 
of the at the Great Lakes ports, because the chairman of the 
of sug) vaterways Corporation and his traffic manager now claim 
inland Barge Line has put in its free storage at river ports on 
that t of this free storage at lake ports. Of course, it is obvious 
accour succeed in having this railroad free storage eliminated, 


ey Line then will have to seek some other excuse for its 
oy enairman has also consulted traffic counsel as to the ad- 


ability of making formal complaint before the Interstate Commerce 
ee lesion in order to have this free storage and free 7 aaa 
= py the Barge Line. The consensus of opinion is that it woul 
stop idicious to institute such proceedings before the Commission 
= nis time. We have also consulted with legal counsel on the point 
at whether or not in giving this free storage the Barge Line is 
he peyond its province as a common carrier, and counsel has in- 
i your chairman that there is no doubt that the Barge Line 
ae outside of the scope of its function. 
F Your chairman is of the opinion that it is the purpose of the 
Barge Line to extend its operations wherever there is enough water 
foat its barges and that the Barge Line will never be turned over 
rivate operations if_the present plans of its officials are allowed 
- _ into full force. This means, of course, that our members in 
Kansas City, Chicago, St. Joseph, Missouri, and even the lake ports, 
as well as those of our members now located at big distributing 
points in the west far removed from the Mississippi River or the 
Vissouri River will feel the harmful effects of this governmental com- 
petition with them unless very decided, very aggressive and continued 


opposition is made. 5 ae ek 2 
The warehousemen at points on the Mississippi River, and partic- 


ylarly at Memphis, are now commencing to feel the effects of this 
«heme by governmental freight carrier to increase its business by 
giving free storage at the expense of our members, | 

In New Orleans the Barge Line has recently obtained 75,000 square 
fet of wharf space from the Port Commission of New Orleans on 
which it is now storing import and export freight. Your chairman 
was aware of this application almost as soon as it was laid before 
the former general manager of the dock board and your chairman 
wrote several formal communications to the manager seeking for 
an opportunity to examine the application but the plan was rushed 
through and received the approval of the board. Your chairman and 
Mr. J. Weil, another member of our committee, immediately consulted 
legal counsel and we are sure that this lease is invalid. We are 
now trying, by amicable means, to have the lease cancelled. Your 
chairman, therefore, respectfully recommends that the: committee 
be continued and that full power and authority be given it to prose- 
cute this fight to a conclusion. 


Discussion brought out some interesting light on the effect 
of free storage practices. The barge line publishes an Emerson 
tariff for storage at New Orleans, but has no handling charges, 
predicated on a direct shipside into storage but actually involv- 
ing but a small proportion from a vessel docked at the barge line 
wharf. The barge line, therefore, absorbs the trucking charges or 
belt line charges from other points on the river front running 
up into distances of several miles. 


The railroad policy of free storage of sugar at Buffalo was 
based on a condition of several years ago, when a rail-water 
combination prevailed. The rate was 32 cents. Now, and dur- 
ing the past two or three years, from 60 to 75 per cent moves 
al-water from New York and Philadelphia via motorships. As 
low rates as 18 cents and 12 cents prevail. The sugar formerly 
stored at Buffalo now goes to Cleveland, Toledo, Chicago, and 
other points. 


Few not directly in touch with the barge line situation real- 
we the effect of its free storage. A warehouseman of Indianap- 
dis, Ind., used to have a substantial sugar storage business. 
It disappeared and when he traced the cause he discovered the 
sugar enjoying free storage at barge line terminals and being 
lorwarded direct to consumers. This warehouseman said it 
affects the entire industry and should be fought. 


_ Sugar that used to be stored in San Francisco, a point of 
origin, has dwindled in volume and warehousemen there were 
forced to make drastic cuts in tariff to hold a residue. The bulk 
low moved by ship to New Orleans, barged up river and held in 
free storage until required. It was declared that when the 
tributaries are opened to river navigation Hawaiian sugar re- 
fned in California will be barged to and stored free in the 


= Plains states to give competition to the beet sugar industry 
ere, 


When the barge line comes to a city the business men 
believe the water rates will give them advantages to win back 
eritory or extend it. The rates are all based on 80 per cent 
rail and the competing cities enjoy them equally, so the situa- 
Yon Stands unaltered. By that time the bonds for costly river 
‘mminals have been voted and the facilities used to afford free 
Storage which takes business away from tax-paying warehouses. 
th The general discussion of this subject was terminated by 
aa adoption of a resolution condemning the free storage prac- 
rs and instructing the committee to keep up the fight. The 
one of the resolution was left to the general resolutions 
Sretnittee. The warehousemen algo voted to increase Mr. 
bear's port terminal committee to include members from the 
The committee will function 
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in three groups (the other being Atlantic and Gulf ports), with 
Mr. Spear as chairman. 


Concealed Damage Claims 


There was a brief discussion of concealed damage claims. 
Warehousemen were advised in a committee report from D. R. 
Crostley, of Newark, N. J., on traffic and transportation, to 
give close regard to the establishment by the Commission of 
through rates from all points of origin to final destination. 
Under conditions prevailing prior to recent through rate estab- 
ment shipments were made on combinations which allowed a 
margin to cover warehousing at breaking point. However, with 
the turning to mileage rate basis the per ton cost declined as 
the distance increases, so that in many instances it will be 
found that the through rate may be less than that to the ware- 
house point plus the local rate to final destination. One large 
shipper found this to be the case under some of the new rates 
established. 

Officers elected by the merchandise division included: Fred 
R. Long, of St. Louis, reelected president; S. G. Spear, of Bos- 
ton, vice-president; H. D. Crooks, of Chicago, treasurer; A. T. 
Gibson, of San Francisco, reelected executive committeeman; 
D. L. Tilly, of New York City, executive committeeman; and 
H. C. Avery, of Jacksonville, Fla., executive committeeman. 
Those on the executive committee whose terms are unexpired 
include: D. S. Adams, of Kansas City; E. H. Bacon, of Louis- 
ville, Ky.; and James C. Brown, of Baltimore. 

Officers elected by the cold storage division included: 
Odin C. Mackay, of Boston, reelected president; V. O. Appel, of 
Chicago, vice-president; Ralph C. Stokell, of New York City, re- 
elected treasurer; Herbert C. Stone, of Los Angeles, executive 
committeeman; John Q. Adams, of New York, executive com- 
mitteeman. Four committee terms were unexpired. 


FITZGERALD ANSWERS ASHBURN 


In his address at the annual dinner of the Traffic Club of 
Kansas City, January 23, John M. Fitzgerald, assistant to chair- 
man, committee on public relations, eastern presidents’ con- 
ference, took occasion to say some things about the position 
of the railroads with respect to inland waterway transportation 
and to answer some statements made by General T. Q. Ashburn, 
chairman of the Inland Waterway Corporation, the government 
agency that owns and operates the Mississippi-Warrior Barge 
Line. 

“Intelligent discussion of transportation,” said he, “must 
recognize the fact that rail transport is absolutely essential to 
the welfare and prosperity of our people. Therefore, the con- 
sideration of any other form of transportation cannot ignore the 
fact that railways handle more than eighty per cent of our total 
freight traffic and that they provide the most efficient service 
at the lowest real cost known to the world. 


“Notwithstanding all statements to the contrary, rail car- 
riers are not opposed to the development of any transport agency 
which is economically sound, which is in the public interest, 
and which provides a service which shippers can and will use. 
This is evidenced by the fact that the railways avail of every 
facility which will increase efficiency in the handling of traffic; 
which will provide faster movement, with greater safety; or 
which will actually reduce the cost of transportation service. 

“Rail carriers are using motor transport in every increasing 
volume. Coordinated air and rail service is operated over im- 
portant long-distance travel routes. Legitimate and friendly 
cooperation is maintained with water carriers operating upon 
the oceans and the Great Lakes. 

“But, in spite of these facts, those who advocate the con- 
struction and maintenance of artificial waterways at public ex- 
pense, would have the people believe that the railways are solely 
responsible for all opposition to the development of artificial 
waterways in general, and to the governmentally operated Mis- 
sissippi Barge Line in particular. 

“The Mississippi Barge Line operates over a highway main- 
tained at public expense. Invested capital constitutes more 
than twenty million dollars of public tax moneys, for which no 
interest is charged. As it is a governmental operation, it pays 
no taxes. 

“This governmentally subsidized barge line claims to pro- 
vide ‘cheaper transportation’ and it also claims to be’ a profit- 
able enterprise. But it has not yet proved that the total real 
cost of the service is cheaper than rail transport, and it has 
not yet demonstrated that its operations, on any basis of sound 
accounting, are actually showing a profit. 

“On November 23, 1929, General Ashburn, chief executive 
officer of the government barge line, appeared before a. sub- 
committee of the House committee on appropriations. In an- 
swer to an inquiry as to whether or not there is any opposition 
to the operation of the barge line, he said: 
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There is a more strongly developed and highly organized opposi- 
tion today than there has ever been in the history of our country. 


“Ags to the source of this opposition, he said: 


I think it is the railroads, and I think the reason behind it was 
the passage by Congress of the Denison act. 


“General Ashburn further declared that the government 
barge line officials had had one series of negotiations after an- 
other with the railroads since the passage of the Denison act, 
stating that, ‘while personal relations were highly satisfactory, 
the railroads have insisted upon the application of the formula 
prescribed by the Interstate Commerce Commission under the 
Denison act, in its exact terms.’ 

“The negotiations to which General Ashburn refers con- 
sisted of a series of conferences between representatives of 
the rail carriers and officials of the government barge line, held 
during December, 1928, and January, 1929. All important dif- 
ferences between the railways and the barge line were discussed 
and the position taken by both sides was clearly recorded. 

“It was believed that agreements covering most of the essen- 
tial issues were arrived at in the meeting of January 29-30, 1929, 
and the record clearly establishes this fact. But, in a letter 
dated February 7, 1929, General Ashburn, in substance, repudi- 
ated the agreements which he made under his own signature 
only eight days before. 

“Meanwhile, the rail carriers proceeded to set up sub-com- 
mittees for dealing with the government barge line, and for the 
establishment of through routes and joint rates in accordance 
with the formula prescribed by the Commission. 

“The record is clear and there is no evidence that the rail- 
ways have failed to cooperate with the government barge line 
in the establishment of through routes and joint rates on the 
basis of accepted principles. On the contrary, railway manage- 
ment has endeavored to place the barge line on a workable basis 
with the other carriers, in accordance with the Denison act 
and the rulings of the Commission. 

“The first conferences between the railway representatives 
and the government barge line officials were initiated by the 
railways themselves and meetings were scheduled to suit the 
convenience of the barge line officers. During the conferences 
the chairman of the railway representatives repeatedly stated 
that the rail carriers were seeking, through this method, a gen- 
eral acceptance of the government barge line as an established 
interstate commerce carrier. 

“Nor can the railways be asked to assume responsibility 
for decisions and rulings of the Commission. Rates covering 
the movement of interstate traffic, whether all-rail or joint rates 
between railways and other carriers, are subject to supervision 
and .regulation by the Commission. 

“The railways subscribe to a constructive governmental 
regulation of common carriers, and they observe the decisions 
and rulings of the Commission. The government barge line, as 
well as other transport agencies engaged in interstate commerce, 
should be willing to do likewise. 

“In this connection, it is interesting to note that the rail- 
ways encountered no difficulty in establishing an amicable work- 
ing arrangement with the American Barge Line, a privately 
operated water carrier on the Mississippi and Ohio rivers. 

“In view of the facts as disclosed by the record, it is mani- 
festly unjust for General Ashburn to assert that the railways 
have failed to cooperate with the government barge line. 

“It is equally unfair for General Ashburn to convey the 
impression that rail managers are not dealing frankly and openly 
with the barge line officials, in an earnest desire to arrive at 
fair and equitable solutions of all joint problems.” 


IMPROVEMENT OF WATERWAYS 


For project studies looking to the formulation of plans for 
improvement of rivers in the interests of navigation in coordina- 
tion with power development, control of floods and needs of 
irrigation, Secretary of War Hurley has approved allotments 
from the river and harbor fund as follows: 


Susquehanna River, Pennsylvania, $40,000; Potomac River, Mary- 
land, Virginia and West Virginia, $66,000; Rappahannock River, Vir- 
ginia, $12,000; Apalachicola River System, Alabama, $65,000; Warrior 
River and tributaries, Alabama, $79,500. 


An allotment of $15,000 for improvement of Branford Har- 
bor, Connecticut, and an allotment of $22,000 for maintenance 
dredging in the Black River and for repairs to the dredge, The 
Ram, and the snagboat, Joseph E. Ransdell, also have been 
approved. 

The chief of engineers, Major General Lytle Brown, has 
forwarded to the Secretary of War for transmission to Congress, 
a report on the preliminary examination and survey of Little 
Machipongo River, Northampton county, Virginia, authorized by 
the river and harbor act approved January 21, 1927. This river 
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is not now under improvement by the United States. 
interests desire a channel 10 feet deep and 100 feet wide thro 
the shoals below the town of Willis Wharf. The board of engine 
for rivers and harbors considers that a channel depth of 8 fox 
and a width of 80 feet will be sufficient for the genera] needs ¢ 
navigation. The chief of engineers concurs in the recommen ~~ 
tion of the board and reports that the improvement of Little 
Machipongo River is deemed advisable to the extent of provid; : 
a channel 8 feet deep and 80 feet wide from the town of Willis 
Wharf to deep water in the river below, at an estimated cost 
$10,000, with $1,500 annually for maintenance. 


War Department reports of surveys for improvement of 
Savannah Harbor, Georgia, and of the intracoastal waterwa; 
from Cape Fear River, N. C., to Charleston, S. C., have me 
adopted by the House committee on rivers and harbors, 


OPPOSES ST. LAWRENCE WATERWAY 


Retained by the Montreal Board of Trade to study the gu 
ject of the St. Lawrence deep waterway, that the board migh; 
have “authentic, unbiased information on the economic adyg. 
tages” of the proposed waterway, Henry Holgate and J, 4 
Jamieson, civil engineers, concluded their report on the Subject 
with the following recommendations: 


(1) That you (the board) use your influence to oppose carrying 
out of the St. Lawrence deep waterway project for the reasons given, 
it being an uneconomical project. (2) That you urge on the gover. 
ment the improvement of the existing canal system, to increase jts 
efficiency up to the standard of the Soulanges and Lachine canak 
(3). That you institute further inquiry into the economic situatig, 
of Montreal Harbour and the grain transfer system of Port Colborne 
with a view to urging on the government such improvements as yij 
reduce charge on grain in transit to a figure which reasonably shoul 
be expected. 


In the opening statement of the report it was said tha 
“Canada has already expended a large sum of public mong 
on the construction of the St. Lawrence and Welland canals, 
which are now being used only to about 65 per cent of their 
present traffic capacity.” By relatively small improvements m 
existing works, that capacity could be greatly increased, it was 
said. Good business logic, according to the report, requires that 
those small expenditures on existing works be completed befor 
the larger work involved in the proposed deep waterway bk 
undertaken. Prospective traffic does not justify the capital out 
lay required for the latter, according to figures presented in 
the report of the survey. 


ST. LAWRENCE WATERWAY 


Secretary of War Hurley announced January 23 that Pres 
ident Hoover had approved the appointment of a new board 0 
officers to constitute the United States section of the joist 
board of engineers appointed by the governments of the Unite 
States and Canada to report on the St. Lawrence waterway, il 
order that the United States section might meet with the Cam 
dian section to reach a definite understanding on all points i 
connection with the international section of the St. Lawrent 
River. The officers appointed are: Colonel Harley B. Fergus, 
corps of engineers, division engineer, south Atlantic division, 
with headquarters at Norfolk, Virginia; Colonel Edward ¥ 
Markham, corps of engineers, division engineer, Great Lake 
division, at Cleveland, Ohio, and Colonel George B. Pillsbur, 
corps of engineers, district engineer at Philadelphia, Pet 
sylvania. 

“The appointment of this board followed the receipt of# 
telegram by the State Department from the American Ministe! 
at Ottawa, inquiring whether the American Engineers woul 
be prepared to meet the Canadian Engineers at an early date 
to discuss the questions concerned,” said the Secretary. Tb 
board constituting the former American section of the joil! 
board of engineers was made up of Lieutenant General Edgat 
Jadwin, who recently retired as chief of engineers; Colonel 
William Kelly, corps of engineers, who has since resigned, ali 
Colonel George B. Pillsbury. 

“The joint board submitted its report on November 16, 1%, 
and its conclusions were presented to Congress by the 
dent, January 3, 1927. The United States section of the joi! 
board is, therefore, regarded as no longer in existence. 
appointment of a new board is deemed. necessary for furthe 
discussion with the Canadian engineers on such engineenit 
questions as were not fully agreed upon by the previous joi2 
board of engineers. Since General Jadwin and Colonel 
are no longer available for service, they were replaced by 
nels Ferguson and Markham on the new board. Colonel . 
ham, as division engineer of the Great Lakes division, is 
regional charge of the improvement of the Great Lakes water 
ways by the United States.” 
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SHIP SUBSIDY ATTACK FAILS 


The Trafic World Washington Bureau 


An effort by Representative Patman, of Texas, to have the 
House of Representatives eliminate $6,600,000 for ocean mail 
contracts for 13 additional proposed routes, carried in the post 
ofice appropriation bill, was unsuccessful January 18 when the 
pill was passed and sent to the Senate. 

‘if this appropriation is not reduced,” said Mr. Patman, 
“the Post Office Department, in compliance with a duty under 
existing law, Will, no doubt, enter into a contract with a steam- 
ship company for a term of ten years under which the govern- 
ment will be obligated to pay this steamship company $284,920 
a year or $2,849,200 for ten years for carrying the United States 
mail on a line where the total amount carried during the fiscal 
year of 1929 amounted to 42 pounds of letters and 1,263 pounds 
of packages.” 

The representative said he was referring to the route from 
Tacoma, Wash., to Valparaiso. He said if the same amount of 
mail was carried by the Tacoma-Valparaiso line under the pro- 
posed contract as was carried in 1929, the steamship company 
would receive about $7,000 for every $1 worth of service ren- 
dered. 

“A glaring example of a subsidy may be pointed out in the 
case of recent ocean-mail contracts where the owners of one 
vessel received from the government $14,915 for transporting 
afew pounds of mail—a service that was worth $7.10,” said he. 

Representative Patman said the mail subsidy had been 
called a subvention—that there were those who regarded the 
latter word as less objectionable than subsidy. 

“I suggest that those of us who favor granting govern- 
mental aid to the farmers of the nation that we change the name 
of such a measure from debenture plan to the subvention plan 
and possibly the alleged obnoxious debenture plan will become 
a meritorious measure under its new name,” said he, and added: 


The point I desire to make in urging this amendment is this: 
That if this amendment fails Congress is going on record in favor 
of the post office department making ten-year contracts with steam- 
ship companies to carry the United States mail on the basis of pay- 
ing $7,000 in government money for every one dollar’s worth of services 
rendered. If we are going to give a subsidy to steamship companies 
we should call it a subsidy by name and should grant it in an en- 
tirely different manner to the way it is granted through the post 
office department. If we admit it is a subsidy then we can only help 
those lines that are in need of help and not give $7,000 for a dollar’s 
worth of service to a line that is already making an adequate return. 

If we are compelled to adopt the subvention plan instead of 
the debenture plan—which will meet with my approval if it will 
aid the farmers—I presume the only way the advocates of the ship- 
subvention plan will approve it will be for the bounty to be paid to 
the farmers through the weather bureau in a similar manner to 
the way it is paid to the ships through the post office department. 
Congress could make a sufficient appropriation to the weather bureau 
and authorize contract to be made with the farmers. The farmer, 
in carrying out his contract with the weather bureau, would make 
observation of the weather each day as he plowed his beets or cotton 
or attended to the cultivation of his soil and make his reports to 
the weather bureau and for these reports he could receive his 
subsidy, The farmers, in a case like that, would be rendering about 
as much service for their money as the steamships are rendering— 
oe number of cases—for the money they receive from the 

nt. 


Representative Bacon, of New York, said everyone would 
concede that mail could be carried more cheaply in foreign 
vessels than in American vessels under the Jones-White act, 
but that Congress had decided in 1928 that American ships 
should be preferred and passed the act to encourage the up- 
building of an American merchant marine. He said the appro- 
Driation of $6,600,000 objected to would result in the building 
of 29 new vessels in. American yards at an approximate cost 
of $175,000,000. Mr. Bacon did not challenge but doubted the 
accuracy of Mr. Patman’s figures. 

“This House never understood and never dreamed that you 
Were going to pay these shipping companies at the rate of 
$7,000 for one dollar’s worth of service when that bill (Jones- 
White) passed,” asserted Representative Rankin, of Mississippi. 
If the Congress and the country had understood it, you would 
Probably not have gotten two dozen votes for the proposition.” 

Chairman Wood, of the appropriations committee, said the 
Jones-White act was passed to the end that the United States 
might have a merchant marine and that even if Mr. Patman 
Was correct as to his figures, “it is money well invested if the 
Purpose be carried out and we finally have a merchant marine 
carrying the flag of the United States wherever civilization 
exists and carrying. if you please, the products of this country.” 





Representative Arnold, of Illinois, said that the govern- 
ment was paying a total subsidy of $18,000,000 a year under 
the Jones-White act. 

“That may be true; but it is the duty of the United States 
government to encourage the building of American vessels,” 
said Chairman Wood. 

Mr. Patman said his figures were based on information 
obtained from the Post Office Department, and that he did not 
think they could be denied. 

On a motion made by Mr. Patman to recommit the Dill 
with instructions that the committee eliminate the $6,600,000, 
the vote was 178 against and 62 for the motion, with 187 not 
voting. 


OCEAN MAIL CONTRACTS 


Clarification of the provisions of the Jones-White merchant 
marine act to the end that preference might legally be accorded 
purchasers of Shipping Board vessels in the awarding of ocean 
mail contracts was favored by Postmaster-General Brown, 
Secretary of Commerce Lamont and Chairman O’Connor, of the 
Shipping Board, in testimony before the House committee on 
merchant marine and fisheries, January 22, in the hearing on 
the White clarification bill. 

Postmaster-General Brown favored the granting of pref- 
erence to operators of vessels in which the United States had 
a financial interest. He was not so sure that preference should 
be accorded merely because an operator had operated the ves- 
sels previously for the Shipping Board. He said that that did 
not impress him as much as the factor of the government having 
a financial interest in the ships. 

The interdepartmental committee on ocean mail contracts, 
said the Postmaster-General, proposed two methods of meeting 
the situation growing out of th edecision that, under existing 
law, the Postmaster-General was required to award contracts 
to the lowest responsible bidder. One method, said he, would 
be to provide for preference to operators of ships in which the 
United States had a finaicial interest with bidding, and the 
other would be to authorize the Postmaster-General to award 
contracts to operators of vessels in which the United States 
had a financial interest without bidding. He said he believed 
the latter method would best meet the situation. 

H. J. Harding, editor of the Marine News of New York 
City, advocated an amendment to the Davis bill restricting mail 
contracts to American lines not operating foreign-flag ships in 
competition with American ships, making it unlawful for Amer- 
ican lines after they had obtained mail contracts in American 
ships to take over and operate foreign ships in carrying out 
such contracts. 


OVERSEAS FREIGHT RATES 


The Trafic World New York Bureau 


The prevailing freight rates from the Pacific coast to the 
Straits Settlements were not disturbed further this week and a 
full-fledged rate war is likely to be avoided. 

There was an unconfirmed report in circulation that an 
armistice would be declared while the principals involved nego- 
tiate for a permanent agreement. However, it is learned that 
the Pacific Lines still are preparing to cut the contract rates on 
automobiles from $9 to $5, to retain the spread with the North 
Atlantic rate, which was dropped recently from $14 to $10. 

Regulation of the Straits trade was removed recently from 
the jurisdiction of the Pacific Westbound Conference, and the 
conference, it is understood, did not discuss the Straits situation 
at its general meeting in Los Angeles. The new rates adopted 
at this meeting included an overland rate of $25 a ton, weight 
or measurement, on shrimps, in refrigeration, and an overland 
rate of $60 a ton, weight or measurement, on smokeless powder. 
The locate rate on dynamite is reduced from $75 to $60. 

A new steamer service from the Pacific coast to Australia 
is reported to be in the offing. The report, which appears to 
have at least some basis in fact, is that a Norwegian owner will 
establish a monthly service in the near future. 

Extension of the through rate agreement between the IIli- 
nois Central Railroad and the Redwood Line to include cities of 
the middle west and points on the northwest coast will be ef- 
fected February 1, according to C. G. Arnold, traffic manager of 
the steamship line. A saving of 20 per cent will be offered on 
shipments from Chicago to Seattle. Heretofore. the water car- 
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New York Metropolitan District— 


Monmouth Street Yard is situated almost 
directly at the entrance to the Holland Vehic- 
ular Tunnel connecting Jersey City and New 
York, and in close proximity to ferry lines. 
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desirable team track facilities in the 
New York area. 
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rier only offered a through rate with the Illinois Central as far 
as San Francisco, but the recent extension of the territory served 
also extended the effective range of the company’s operations. 
Rumors of the sale of the Redwood Line to the Munson interests 
are denied by Theodore Brent, one of the executives of the line. 

J. D. Harrington, secretary of the East Coast Colombian Con- 
ference, advises that the new tariff embodying all the rate 
changes made recently will be ready for distribution in a few 
days and shippers may secure a copy of same upon application 
to his office at 44 Whithall Street. 

Protest against the adoption of unified port charges and 
practices at American harbors has been made to the Los An- 
geles Board of Harbor Commissioners of the Pacific-American 
Steamship Association. The protest was made because of adop- 
tion last July by the Pacific-Far East Port Authorities, at Ta- 
coma, of the report of a joint North and South committee on 
charges and practices at Pacific ports. The same recommenda- 
tions later were adopted by the American Port Authorities, in 
session at Toronto, in September. The communication, signed 
by J. P. Williams, of San Francisco, secretary of the association, 
points out that the organization’s opposition is predicated upon 
the fact that unified rates are not applicable at all ports, because 
of local conditions. The association declares that the applica- 
tion of unified charges and practices at all American or world 
ports is impractical, local conditions taking precedence. 

The Merchants’ Association of New York is advised by the 
Colombian Consulate that a new schedule of fees for the cer- 
tification of consular invoices and other shipping documents is 
now in force at the Consulate as follows: Consular invoices, per 
set, $2; bills of lading, per set, $1; freight lists or manifests, 
per set, $2; letters of correction, each, $3; for other documents, 
$1; for articles of no commercial value there will be no charge. 
A surcharge of 50 per cent of the fee is made for legalization of 
documents outside of office hours or on holidays. All these fees 
are assessed in Colombian revenue stamps, which must be af- 
fixed to the respective documents prior to certification. The 
consular invoice certification fees of 3 per cent of the invoice 
value of parcel post shipments will be ag heretofore, collected 
at the Colombian port of entry. 

Transpacific steamship lines are reported to be considering 
a reduction of automobile rates from $9 to $5 in order to preserve 
the normal spread between the Pacific rate and the North At- 
lantic rate which recently was reduced from $14 to $10. 

Robert C. Thackara, chairman of the intercoastal Confer- 
ence, who is now on the Pacific coast, denied in San Francisco 
a report that he is contemplating resigning as chairman of the 
conference to accept an executive position with one of the large 
intercoastal steamship combinations. At the same time John E. 
Cushing, vice-president of the American-Hawaiian Steamship 
Company, put a quietus on a rumor that his company was en- 
larging its holdings in the Quaker Line. There is no present 
intention of increasing the investment of the company, he said. 

Moore & McCormack announce that, beginning February 1, 
the Philadelphia-Tampa service of the Commercial Line will be 
resumed with the sailing from Philadelphia of the steamer Com- 
mercial Quaker. Weekly sailings are to be maintained thereafter. 
A fleet of eight steamers will maintain two sailings weekly 
from Philadelphia to New Orleans, one sailing direct for New 
Orleans, and the other calling at Tampa. The steamer Lake 
Elkwater, which has been renamed the Commercial Bostonian, 
will enter the regular service of the line between North Atlantic 
and Gulf ports on February 8. 


OCEAN MAIL BIDS ASKED 


Construction of 30 ships of an aggregate tonnage of ap- 
proximately 300,000 that may cost $175,000,000, will be required 
under ocean mail contracts for which bids have been asked by 
Postmaster-General Brown under the provisions of the Jones- 
White merchant marine act of 1928. Twelve additional ocean 
mail routes, to which the bids will apply, have been designated 
by the Postmaster-General. 

Included in the designated routes is the proposed service 
from Baltimore to Hamburg as to which the United States Lines 
opposed action at this time. 

For the New York-to-Southampton route, now served by the 
United States Lines, the successful bidder must provide two 
28-knot ships in four years. These vessels may cost from 
$25,000,000 to $30,000,000 each. 

The routes, the new tonnage to be required, and the dates 
on which bids will be received follow: 


Route No. 19—New York to Puerto Colombia. Weekly service 
with 10%-knot vessels. Three new 16-knot ships to be provided within 
five years. Bids received until noon February 25, 1930. 


Route No. 35—New Orleans to Rio de Janeiro, Buenos Aires, 
Montevideo and Bahia Blanca. Not less than 36 nor more than 52 
trips per annum with 10-knot ships. Four 13-knot ships to be pro- 
vided within two years and two additional within seven years. Bids 
received until noon March 31, 1930. 

Route Ne. 37—San Francisco to Puerte Colombia 


Twenty-six 
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trips per annum with 13-knot ships. Two 18-knot ships to 
vided within three years. Bids received until noon February M pe 
Route No. 38—Tacoma to Valparaiso. Seventeen trips a D, 193), 
with 10-knot ae. One 18-knot vessel to be provided within 
years. Bids received until noon February 28, 1930. three 
Route No. 39—San Francisco to Puerto Armuellas, Week! 
ice with 11%4-knot vessels. Three 16-knot ships to be provided” + 
three years. Bids received until noon February 28, 1930. Within 
Route No. 40—New York to Port Limon. Weekly Service wis 
13-knot_ vessels. Three 16-knot vessels to be provided within Meee 
years. Bids received until noon February 28, 1930. three 
Route No. 41—New Orleans to Puerto Colombia. Weekly gery; 
with 1144-knot vessels. Two 16-knot ships to be provided withio 
years. Bids received until noon Febru 28, 1930. D five 
Route No. New York to Southampton. Sixteen tpj 
annum with 24-knot ship. Two 28-knot vessels to be provided wih” 
four years. Bids received until noon February 25, 1930. Ithin 
Route No. 43—New York to Hamburg. Weekly service with 1; 
and 18-knot ships. Two 20-knot vessels to be provided within Aa 
years. Bids received until noon February 25, 1930. ne 
Route No. 44—New York to London. Weekly service with 15-; 
vessels. Contract for five years, extension for additional five a 
contingent upon providing two 18-knot ships. Bids received until nen 
February 25, 1930. = 
Route No. 45—New Orleans to West Mediterranean ports, Thirty 
two trips per annum with 10-knot vessels. Two 15-knot ships to 
provided during the term of the contract. Bids received untij noo 
March 31, 1930. . 
Route No. 46—Baltimore to Hamburg. Fifty-two trips per annyy 
with 16-knot ships, with possible replacement by two 18-knot shi 
after five years. Bids received until noon February 25, 1930, . 
All contracts are for a period of ten years, except the New Yori. 
London route, which may be extended as indicated. 


The names of prospective bidders for the ocean mail c. 
tracts and other information pertaining to the proposed awari 
were made available at the transportation division of the pp 
partment of Commerce January 23. The proposed routes ay; 
the prospective bidders were set forth as follows: New Yo 
to Puerto Colombia, the Colombian Steamship Company; Ney 
Orleans to Bahia Blanca, the Gulf-Brazil River Plate Line anj 
the Munson Steamship Line; San Francisco to Puerto Colombia, 
the Grace Line; Tacoma to Valparaiso, the Grace Line; Sa 
Francisco to Puerto Armuellas, the United Fruit Company; 
New York to Limon, the United Fruit Company; New Orlean 
to Puerto Colombia, the United Fruit Company; New York ty 
Southampton, the United States Lines; New York to Londo, 
the United States Lines; New York to Hamburg, the Unite 
States Lines; New Orleans to west Mediterranean ports, the 
Gulf West Mediterranean Line; and Baltimore to Hamburg, the 
Roosevelt Steamship Company. 


MUNSON REPLIES TO DAVIS 


Frank C. Munson, president, Munson Steamship Lines, has 
issued a reply to a second speech by Representative E. L. Davis, 
of Tennessee, in Congress concerning the ownership and oper 
tion of foreign flag steamers by the Munson Line. In his first 
statement Mr. Davis was quoted as saying that the ships ownei 
by the Munson Line were 90 per cent foreign flag. In answer 
to this, Mr. Munson said his vessels were 93 per cent under the 
American flag. In his second speech Mr. Davis, apparently failed 
to acknowledge the correctness of Mr. Munson’s statement, but 
was quoted further as saying that most of the ships operated 
by the Munson Line were under foreign flags. In his statemett 
Mr. Munson said: 


I recognize Representative Davis’s fine reputation and ability 2 
handling matters in the house, and I am sure it must be through 
lack of correct information from those who are informing him that 
he has made his two statements regarding our company. Judge 
Davis’s work in 1920 in support of the Jones-White act deserves the 
highest commendation as showing his clear judgment and his om 
to build up an American merchant marine along constructive lines 

Of the time chartered boats that we have, most of them a 
taken for round trip charters lasting from three to five weeks - 
the West Indies trade. They are taken because the American a 
cost of operation is much higher than the foreign cost of on 
and are chartered to carry cheap rate bulk commodities on which 
American ship would only lose money. hich 

If we divide his 145 ships by the term of these charters, pe 
we will say average about a month, we divide 145 by 12 and it “ 
us 12 foreign steamers under charter as compared with the 32 pe 
ers owned by our company, of which 28 are American flag aD 
of course permanently in the fleet at all times. , tracts 

If the government pursues its policy of allocating mail ong 
to the different trade routes, as provided for under the Jones- ee 
bill, Bat certainly will lead to the building of additional America! 
vessels. . P 

I wish to point out, however, that there is no legislation . 
which provides any subvention or aid to vessels of the on - 
owned by the shipping board—a considerable number—for . : need 
called tramp services, i. e., vessels of from eight to ten — s 
whose operating costs are so much higher under the American 
than under foreign flag that they cannot carry cheap = dis- 
at low rates in competition with foreign flag vessels unless 
advantage against the American flag ship is in some way ° 
U. 8S. government action. ; of the 
If such action could be taken along the constructive lines | other 
Jones-White bill, we certainly would be very glad to buy Soi 
vessels from the shipping board to run in the tramp trade 
a large majority of our chartered vessels now run.— he numbet 

The true test of Americanism in this matter is not t >. _ 
of boats we charter, which we must take if we are to Peal of the 
tramp trades in the West Indies territory, but in the owns. 
company and in the number of American flag ships wh yr ita] a 

The Munson Steamship Line is 100 per cont AmericaD °3P 
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. ownership 93 per cent American flag vessels. The charter end Philadelphia rate on shipments to the north and the New York 


its OW necessity to keep a position in the cheap carrying of 
d it is on Y sities as pointed out above. 


comm 4 
eting very heavy competition from foreigners in every 
are hich we Tun and we need government support back of us 


- ve trade. 
at al times gestion "Which I made of dividing the mail contract in the 


uld be of very great benefit to the gulf states and the middle 
Gulf WOU ompared to the proposal made by the Mississippi Shipping 
west . py which they desire to have no other American line run- 
comPeran their own from the Gulf. 
- suggestion carried out would not only increase the number 
MY Scan flag ships running, for which there is ample trade op- 
of rm put it would also have the effect of new building by both 
port panies receiving mail contracts of new, larger and faster ships 
a on trade routes out of the Gulf. 
” There were in 1929 over one hundred sailings of vessels out of 
if to the east coast of South America, and if my_ suggestion in 
the Gun two mail contracts is carried out, there would be at lesat 
reerthese under the American flag in the future and probably more. 
it Cmne cost to the government would be only 25 per cent higher in 
mail contracts money ex enditure, or somewhere between $100,000 and 
50,000, and there would be twice as many sailings to the Argentine 
4 four times as many to Brazil, which is certainly very palpable 
in the interests of the development of that trade and in accordance 
with the spirit and text of the Jones-White act. 


NEW JERSEY AND INLAND STATIONS 


The Trafic World New York Bureau 


New Jersey traffic managers, shippers, warehousemen, and 
business Men have gone on record as opposed to the plans of 
the Port Authority for the construction of a union inland freight 
sation in Manhattan, and as being opposed to the plan of the 
Commission for consolidation of railroads. This action, by reso- 
lutions adopted unanimously, was taken at a meeting of the New 
Jersey Traffic Advisory Committee held in the assembly rooms 
of the Newark Chamber of Commerce, with Milton P. Bauman, 
traffic manager and counsel to the committee, presiding. 

There was very little discussion on either resolutions, the 
speaking being chiefly by the mover and seconder of the resolu- 
tions—Norman Titus, manager of the New Jersey Business Asso- 
cates, C. J. Fagg, traffic manager of the Newark Chamber of 
Commerce, and co-counsel to the New Jersey traffic advisory 
committee which filed the second complaint recently with the 
Commission challenging almost the whole rate structure, partic- 
ularly as affecting New Jersey and New York. 

Chairman Bauman, while noting the absence of a general 
discussion, stressed the importance of the meeting taking some 
definite stand against the building of the inland station before 
Governor Larson decided to sign the minutes of the Port Author- 
ity which would thus give it permission to go ahead with its plans, 
and also on the proposed railroad consolidation which, he said, 
he could not see any particular good in, and certainly was not 
called for by any special demand from the public. 

Mr. Fagg, speaking on the question of the proposed inland 
station in Manhattan, urged that Governor Larson abstain from 
signing the minutes of the Port Authority until he had heard 
from local shippers and business men. Norman Titus said that 
Governor Larson had not disclosed yet what he intended to do 
in the matter. 

“The installation of an inland station in Manhattan,” said 
Mr. Titus, “would be confiscatory. They would be giving New 
York something of which New Jersey would be deprived. Those 
renting floors in a terminal building there would have advantage 
ower New Jersey shippers. The whole thing would be discrim- 
inatory and should be fought.” 

_ Mr. Zachara, of the Magor Car Corporation of Passaic, ob- 
jected to the plan because.he understood that the terminal build- 
ing Would be tax exempt. 

__ A resolution was then offered by Mr. Zachara opposing the 
inland station plan as at present proposed in the minutes of the 
Port Authority, and that Governor Larson should be advised of 
the stand taken. The motion was carried without dissension. 

Mr. Crotsley, of the Lehigh Warehouse Company, proposed 
that the committee go on record as opposing railroad tonsolida- 
lon as planned at present; that United States senators be so 
informed, and that a committee of seven be appointed to express 
these views to other commercial organizations, and to bring in 
‘report at the next meeting. This was carried unanimously. 


NEW JERSEY SEEKS RATE EQUALITY 


; Equality in transportation rates is the goal sought by New 
ersey interests in their campaign for readjustment of the light- 
—_ system in the Port of New York, Norman F. Titus, gen- 
told eer of the New York-New Jersey Business Association, 
~ he members of the Marine Association of New Jersey at 
Ucheon meeting in Hoboken. 
tain ferring to the allegations that the move for rate read- 
met indicated selfishness on the part of New Jersey, Mr. 
a oe the business interests on that side of the river were 
rely asking for their rights. 
ean has been charged,” he added, “that we are seeking to 
me” port unity, whereas there is no such thing as port unity. 
‘an there be when New Jersey shippers must pay the 


rate on shipments to the south? 

“A shipper of carpets from Newark to Savannah, for in- 
stance, must pay a rate of 75 cents, while the rate on a similar 
shipment from New York will be only 50 cents. Shipments of 
pig iron from Birmingham, Ala., to Passaic, N. J., must take 
the Albany and New York rate, while the finished products 
shipped from Passaic to Boston must pay the Philadelphia rate. 

“Under such conditions there certainly is no such thing 
as port unity. New Jersey is in the unfortunate position of 
being overshadowed by her two larger neighbors, New York 
and Pennsylvania. This state is merely seeking her just rights. 
She does not want anyone else to have something she cannot 
have herself. Fundamental economic principles constitute the 
question at issue.” 





NEW JERSEY SHIP CANAL 


A hearing on the proposed ship canal across the state of 
New Jersey, as a link in the Atlantic intracoastal waterway, 
was held by the board of engineers on rivers and harbors of 
the War Department this week. It is estimated the canal would 
cost from $80,000,000 to $100,000,000. The Port of New York 
Authority, a number of members of Congress and others ap- 
peared in support of the project. 


INTEREST ON SHIP LOANS 


At a hearing before the House committee on merchant 
marine and fisheries January 23 on the Free bill relating to 
interest on ship construction loans, H. J. Walker, president of 
the American Steamship Owners’ Association, asked that the 
bill be amended so as to include coastwise ships and that it 
apply retroactively to loans already made. 

James H. MacLafferty, vice-president of the Pacific Amer- 
ican Steamship Association, indorsed the retroactive applica- 
tion suggestion. 

The Shipping Board, by letter, endorsed the bill. It said 
passage of the bill would assist materially in building up an 
American merchant marine. The bill provides for the lowest 
rate of interest allowed by the Jones-White act for ships while 
in course of construction. 


SHIP LOAN AUTHORIZED 


A loan of $1,896,000 to the Coamo Steamship Company of 
New York for construction of a combination passenger-cargo 
vessel for use in the trade between New York and Porto Rico 
and Santo Domingo was authorized by the Shipping Board 
January 23. The vessel is to be of 4,500 deadweight tons and 
will be built by the Bethlehem Shipbuilding Corporation, Ltd. 


SALE OF VESSEL APPROVED 


The Shipping Board has authorized the sale of the Radnor, 
a steel cargo vessel of 11,572 deadweight tons, to the Lucken- 
bach Steamship Company, Inc., for $201,000. The vessel is now 
in the service of the American Gulf Orient Line. 


REHEARING IN SPLIT DELIVERY CASE 


The Shipping Board has granted the petitions of the Isth- 
mian Steamship Lines and the Argonaut Steamship Line for 
rehearing in No. 45, Associated Jobbers of Los Angeles vs. Ar- 
gonaut et al., the so-called split delivery case. 


DAVIS AMENDMENT FAVORED 


Representative Davis, of Tennessee, author of a proposed 
amendment to the Jones-White merchant marine act of 1928 
forbidding the awarding of ocef&m mail contracts to steamship 
companies operating foreign-flag ships in competition with 
American ships, has received indorsements of the amendment 
from the Mississippi Valley Association, by Lachlan Macleay, 
secretary, and the Middle West Foreign Trade Committee, by 
Malcolm M. Stewart, chairman. 


U. K. MERCHANT MARINE 


The United Kingdom had 5,185 vessels of over 100 gross 
tons, aggregating 19,223,000 gross tons, employed in sea trading 
in 1928, according to a report from the British Board of Trade, 
transmitted to the Department of Commerce. 

The crews of these vessels totaled 238,129 persons, of whom 
18,918 were foreigners. Of the vessels included in the employ- 
ment returns, 93.8 per cent of the gross tonnage and 90 per cent 
of the total crews were engaged in foreign trade and 6.2 per 
cent and 10 per cent, respectively, in the home (including coastal 
trade). Excluding river trade vessels there were 111 trading 
vessels exceeding 100 tons gross, aggregating 133,000 gross tons, 
not recorded as having been employed at any time in 1928, 
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RAILROAD EARNINGS 
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The Commission’s official statistics on operating revenues 
and operating expenses of Class I steam railways for November 
and the eleven months ended with November, for the United 
States as a whole, compiled from carrier reports, follow: 


NOVEMBER 


Average number of miles operated 


Revenues: 
Freight 
Passenger 
Mail 


All other transportation 
Incidental 

Joint facility—Cr 

Joint facility—Dr 


Railway operating revenues....... 


Expenses: 
Maintenance of way and structures.. 
Maintenance of equipment 
Traffic 
Transportation 
Miscellaneous operations 
General 
Transportation for investment—Cr.... 


Railway operating expenses....... 
Net revenue from railway operations..... 
Railway tax accruals 
Uncollectible railway revenues............ 
Railway operating income......... 


Equipment rents—Dr. 
Joint facility rent—Dr. balance........... 


Net railway operating income.... 


Ratio of expenses to revenues (per cent). 


*Includes $2,831,307 sleeping and parlor 
tIncludes $2,801,617 sleeping and parlor car surcharge. 


1929 
241,854.32 


$ 384,640,373 


*62,450,632 
$12,669,153 
12,488,432 
16,036,441 
10,615,385 
1,228,821 
318,375 


499,210,862 


67,839,061 
99,441,878 
10,820,842 
174,435,817 
4,510,419 
16,559,913 
1,440,782 


372,167,148 
127,043,714 
30,000,219 
108,321 
96,935,174 


8,108,813 
2,156,894 


86,669,467 


74.55 


car surcharge. 


1928 
241,536.79 


$ 415,927,651 


65,283,401 
9,495,942 
12,984,907 
17,065,608 
10,522,640 
1,115,192 
310,077 


532,085,264 


68,792,874 
98,751,396 
10,355,584 
177,784,175 
4,360,476 
16,047,249 
1,250,933 


374,840,821 
157,244,443 
34,220,974 
132,923 
122,890,546 


7,431,814 
1,903,001 


113,555,731 
70.45 


tincludes approximately $3,009,012 back railway mail pay. 
ELEVEN MONTHS 


Average number of miles operated 


tevenues: 
Freight 
Passenger 
Mail 


All other transportation 
Incidental 

Joint facility—Cr 

Joint facility—Dr 


Railway operating revenues...... 


Expenses: 
Maintenance of way and structures... 
Maintenance of equipment 
Traffic 
Transportation 
Miscellaneous operations 
General 
Transportation for invesiment—Cr... 


Railway operating expenses 
Net revenue from railway operations..... 
Railway tax accruals 
Uncollectible railway revenues 

Railway operating income 


Equipment rents—Dr. 
Joint facility rent—Dr. balance 


Net railway operating income...: 


Ratio of expenses to revenues (per cent). 


§Includes $37,142,789 sleeping and parlor car surcharge. 
{Includes $36,575,463 sleeping and parlor car surcharge. 


241,752.45 
1929 


$4,484,946,018 


§799,143,548 
°135,682,451 
136,142,391 
194,160,885 
124,395,085 
12,543,236 
3,558,532 
5,883,455,082 


802,629,961 
1,113,060,322 
119,278,579 
1,936,210,934 
54,070,268 
178,702,624 
12,820,432 


4,191,132,256 
1,692,322,826 
379,445,660 
1,062,974 
1,311,814,192 


87,277,376 
23,200,531 


1,201,336,285 
71.24 


241,276.17 
1928 


$4,330,562,330 


825,510,286 
92,367,995 
128°842'272 
191,296,422 
116,132,789 
12,238,771 
3,821,242 
5,693,129, 623 


786,738,207 
1,080, 218,632 
114,923,146 
1,926,697,319 
51,588,639 
177,658,424 
14,125,669 


4,123,698,698 
1,569, 430,925 
360,597,256 
1,195,157 
1,207,638,512 


85,328,209 
22,514,558 


1,099,795,745 
72.43 


“Includes approximately $33,590,184 back railway mail pay. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended January 11 to- 
taled 863,191 cars, according to the car service division of the 


American Railway Association. 


Compared with the correspond- 


ing week in 1929, this was a reduction of 51,247 cars, and a 
reduction of 44,110 cars below the corresponding week two years 


ago. 


of 86,932 cars above the preceding week. 
Revenue freight loading by districts the week ended January 
11 and for the corresponding period of 1929 was reported as 


follows: 


The total for the week of January 11 was an increase 


Eastern district: Grain and grain products, 5,658 and 6,154; live 
stock, 2,662 and 3,208; coal, 45,149 and 50,193; coke, 2,493 and 2,971; 
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forest products, 4,314 and 4,359; ore, 1,930 and 1,513; merchand; 
L. C. L., 61,212 and 64,213; miscellaneous, 68,819 and 77 805: Adie, 
1930, 192,237; 1929, 210,416; 1928, 201,241. “ee total, 

Allegheny district: Grain and grain products, 2,759 ana 2,906: }; 
stock, 1,903 and 2,247; coal, 45,577 and 49,035; coke, 5,088 anq ; LN 
forest products, 2,471 and 2,700; ore, 1,579 and 1,999; merchanie’ 
L. C. L., 46,710 and _ 48,318; miscellaneous, 67,770 and 73,397. ei 
1930, 173,857; 1929, 185,961; 1928, 180,581. ee eee, 

Pocahontas district: Grain and grain products, 251 and 194. liy 
stock, 40 and 92; coal, 45,693 and 43,980; coke, 298 and 458, iol 


products, 1,140 and 1,265; ore, 132 and 84; merchandise, L,’ ¢ L 
5,799 and 5,082; total, 1930, 59 677: 


6,324 and 6,790; miscellaneous, 
1929, 57,935; 1928, 53,940. 
Southern district: Grain and grain products, 3,400 and 4,031; liy 
stock, 1,651 and 2,105; coal, 26,496 and 29,540; coke, 578 and 644. dor . 
products, 16,477 and 18,411; ore, 980 and 1,003; merchandise, 1, C - 
39,206 and 38,667; miscellaneous, 47,478 and 45,545; total, 1939 136,266 
1929, 139,946; 1928, 144,826. os 
Northwestern district: Grain and grain products, 10,044 and 11,49. 
live stock, 9,538 and 9,916; coal, 10,001 and 11,003; coke, 1,534 and 1'6: 
forest products, 13,329 and 12,739; ore, 349 and 492; merchandise 
L. C. L., 27,912 and 28,552; miscellaneous, 28,710 and 28,246; tots) 
1930, 101,417; 1929, 103,990; 1928, 113,972. eater 
Central Western district: Grain and grain products, 12,977 ang 
13,441; live stock, 11,468 and 11,782; coal, 19,799 and 21,404; coke 399 
and 317; forest products, 5,677 and 7,670; ore, 3,729 and 4,153: mer- 
chandise, L. C. L., 31,283 and_ 32,637; miscellaneous, 43,765 and 49.57): 
total, 1930, 129,020; 1929, 140,974; 1928, 138,968. iis 
Southwestern district: Grain and grain products, 4,394 and 5,97 
live stock, 2,438 and 2,661; coal, 7,444 and 8,386; coke, 221 and 258: 
forest products, 5,866 and 6,795; ore, 421 and 480; merchandise, | 
C. L., 15,148 and 15,708; miscellaneous, 34,785 and 34,958; total, 193), 
70,717; 1929, 75,216; 1928, 73,773. ” 
Total, all roads: Grain and grain products, 39,483 and 44,114: jive 
stock, 29,700 and 32,011; coal, 200,159 and 213,541; coke, 10,534 ang 
11,691; forest products, 49,274 and 53,939; ore, 9,120 and 9,724: mer. 
chandise, L. C. L., 227,795 and 234,885; miscellaneous, 297,126 anj 
314,533; total, 1930, 863,191; 1929, 914,438; 1928, 907,301. 
Loading of revenue freight in 1930 compared with the two 
previous years follows: 
1930 1929 1998 
776,259 798,682 754,27 
863,191 914,438 907,301 


1,639,450 1,713,120 


1,661,545 
COMMERCE IN U. S. SHIPS 


American flag vessels in the eleven months ended with 
November, 1929, carried, by value, 31.8 per cent of the general 
imports and 34.5 per cent of the domestic exports in the water. 
borne foreign commerce of the United States, according to the 
monthly summary of foreign commerce issued by the Depart: 
ment of Commerce. The figures for the corresponding period 
of 1928 were 31.9 for imports and 34.3 for exports. For No 
vember, 1929, the figures were 30.6 for imports and 34. for 
exports. 


Week ended January 4 
Week ended January 11 


Total 


FLORIDA INTRACOASTAL WATERWAY 


The intracoastal waterway from Jacksonville to Miami, Fa, 
the Florida link, the Boston-to-Rio Grande intracoastal water- 
way, should be 8 feet deep and 100 feet widey according toa 
recommendation of the board of engineers for rivers and har 
bors approved by the chief of engineers, Major General Lytle 
Brown, and transmitted to the chairman of the Senate com- 
merce committee. The estimated cost is $4,221,000, with $125,000 
annually for maintenance. 

The project at present calls for a waterway 8 feet deep 
and 75 feet wide. The Senate commerce committee asked for 
a review and recommendations as to modification of the existing 
project. The board said a waterway with a width of 100 feet 
would admit of more economical operation and would give 
greater safety than one with a width of 75 feet, and that it now 
appeared that under present conditions a canal 8 feet deep and 
100 feet wide could be provided at a cost practically equivalent 
to that originally estimated for a 75-foot width. 


TANKER CANAL TRAFFIC 


One hundred tank ships transited the Panama Canal in 
December, 1929, according to the Panama Canal Record. Tull 
of $471,900.59 were collected on the transits. Cargo amounted 
to 515,658 tons which included 6,609 tons of coconut oil, 8,574 
tons of creosote, and 500,475 tons of mineral oils. Cargo tr 
nage increased 42.9 per cent over the cargo tonnage of Decet: 
ber, 1928. Tanker8S comprised 19.2 per cent of the total ane 
mercial transits through the canal in December; made up 21. 
per cent of the total Panama Canal net tonnage; were the 
source of 20.4 per cent of the total tolls collected, and carried 
20.4 per cent of the total cargo in transit through the canal. 


EIGHT-HOUR RAIL BILL 


Representative Mead, of New York, has introduced a bil 
(H. R. 8646) providing that eight hours shall be a day's Wo" 
for all trainmasters, yardmasters. towermen, gate tendo, 
policemen who are now or may hereafter be employed by po 
roads except railroads independently owned and operated 1 
exceeding 100 miles in length, electric street railroads and elec 
tric interurban railroads. 
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“A Cycle of Economies” 


fibre Shipping Containers in Use Quarter of Century—First Recognition by Railroads in 1906— 
Decision of Commission in Pridham Case, 1913, Established “Parity” with Wooden 


N industry that 


ing more than 


derives 
materials from waste and has annual sales total- 
$300,000,000, represents some- 


By HoMER H. SHANNON 


almost all its raw 


thing of an anomaly, even in 


ihe twentieth century. 


joard box. 

A “cycle 
factories in 
industry. 


manufacture of the 


But 
those are two of the general 
cts faced in contemplating 
the business that produces the 
iwo types of containers com- 
monly known as the corru- 
vated box and the solid fibre- 


of economies” 
yas the term employed by an 
executive of one of the larger 
describing 
economic significance of the 
Not only are the 
raw materials that go into the 
boxes 
mainly waste materials, but 
the use of those materials re- 


the 





places that of new wood, and, 


according to the 


torr in forest 


this product. 

On that point a 
bulletin dealing with 
fibre containers issued 
by the bureau of foreign 
and domestic commerce, 
Department of Com- 
merce, speaks as fol- 
lows: 

From the standpoint of 
the shipper, the economies 
that accrue from the use of 
fibre containers include low 
initial cost, low freight 
charges because of light 
Weight, small storage space, 
inasmuch as the boxes cus- 
marily are delivered flat, 


and low labor costs through 
tase of setting up. 


It is estimated that 
oly from 10 to 15 per 
‘nt of new wood goes 
into a fibre container of 
‘ given size, as com- 
dated to that required 
0 construct a wooden 
"X of the same size. 
The pulp for the board 


a aay derived from waste paper and salvage of 
ae industry, including waste cuttings accu- 
the a at saw mills and brush, small branches, and 

ike, incidental to cutting the timber. 





industry 
wpresentatives, is a vital fac- 
conservation. 
Further, it is pointed out, many economies have been 
made available to the individual shipper through use of 


View of section of Paperboard Industries Assn. labora- 
tory, Chicago, showing revolving drum and other equip- 
ment used for making tests of containers and materials. 


Boxes—Use Increasing at Rate of Ten Per Cent a Year 


was the custom to leave all such small stuff in the 
woods at the time of a lumbering operation. 
was to create a fire hazard. 


The effect 
But the pulp industry has 
made it profitable to bring in 
more than just that timber 
suitable to the manufacture 
of sound lumber. 


Beginning of the Industry 


As is the case with most 
things, the industry had a 
small beginning that did not 
at first seem to suggest the 
great variety of application its 
product has found in meeting 
increasingly exacting and 
more complex demands of 
commerce. The present cor- 
rugated box is a direct de- 
scendant of corrugated sheet 
used for interior packing and 
the paper package. The old 
folks should feel proud of all 
that the child has accom- 
plished with its college educa- 
tion. It was in 1871 that a 


patent was issued to A. L. Jones on corrugated paper 
for packing. Among the first uses found for it was that 


of a wrapper for bottles, fruit jars, and other glass 


i AOE SO PSEA aia 





Complete automatic gluing machine for large scale use. Seals top 
and bottom flaps of containers at same time. At left bexes are carried 
between two pressure belts that insure “setting” of glue. 


Formerly, it 





articles, and as a par- 


tition between other 
small containers within 
a larger package. How 
long paper has _ been 


used to wrap up a pair 
of old shoes when they 
were going to the cob- 
bler’s for repair is not 
known, but it was not 
until the early part of 
this century that the 
idea of joining highly 
developed forms of the 
two, to make a shipping 
container, first began to 
make itself felt as en- 
titling a new commod- 
ity to’ citizenship in the 
state of commerce and 
industry. Its voice, 
those first few years 
after the last century 
had passed out of exist- 
ence, was thin and not 
very insistent on recog- 
nition. But, in 1904, it 


received its first papers through the formation of the 
Progress Club, from which has stemmed a long line of 
organizations devoted to defense of its rights and gen- 
erally looking after its education and up-bringing. 
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The corrugated box was first recognized by the railroads 
as a suitable shipping container in 1906, when a general rule 
permitting its use was included in the Official Classification 
There were certain restrictions imposed, limiting the size and 
weight of the package, similar to those in effect today. But 
it was further stipulated that commodities packed in corrugated 
boxes would take rates ten per cent higher than those applicable 
to the same commodities when packed in wooden boxes. That 
was followed the same year by inclusion of a like rule in the 
Western Classification. The southern carriers proceeded more 
cautiously, however. The first recognition received by the 
new type of container in the Southern Classification did not 
appear until 1907, and then it only gave permission for use 
with a limited number of commodities, such as bakery goods. 
The original list was extended, shortly after the first publica- 
tion, permitting the use of corrugated boxes for shipments of 
lamp chimneys, fruit jars, and other articles, until, in 1908, a 
general rule was published there also. 

But the troubles of the manufacturers and others inter- 
ested in the extension of the uses to which the new type of 
container was to be put, were not yet at an end. The solid 
fibre container put in its appearance sometime between 1906 
and 1908, and pro- 
tagonists of the 
two waged a joint 
war for establish- 
ment of a prin- 
ciple of parity with 
other types of 
containers, within 
the weight and 
size _ limitations, 
until 1914, at 
which time they 
received their 
Magna Charta in 
the form of a de- 
cision of the Com- 
mission in the 
Pridham case, 
docket 5273, giv- 
ing them what 
they sought—“for 
all time.” 

Because of a 
feeling of uncer- 
tainty about their 
rights, manufac- 
turers of the two 
types of containers 
had been some- 
what cautious in 
expansion prior to 
the decision in that 
case. But, after 
that, there was a 
great increase in 
the uses to which 
the packages were 
put and in the cap- 
ital investment in 
the industry. 

The case was filed in 1913 by the R. W. Pridham Company, 
a manufacturer of fibre containers at Los Angeles, Calif., charg- 
ing that refusal of the carriers to accept various commodities 
packed in fibre containers for eastbound movement at the com- 
modity rates that applied to the movement when packed in 
wooden boxes was unreasonable and unjustly discriminatory. 
“From the testimony of all the witnesses,” said the Commis- 
sion’s report, “we are able to conclude that, for many com- 
modities, the fibre box, constructed, packed, and sealed in 
accordance with the present classification rules, will carry as 
well as the wooden package.” Discontinuance of the discrim- 
inatory practice was ordered. 


Three Sizes Authorized 


Restrictions on the size, weight, and streength of the 
material used, carried in the Consolidated Classification at 
present, are, in the main, identical with those set up in the 
first few years following the introduction of the containers. In 
the elaborate detail in which they are set out they might 
frighten any but the most seasoned veteran of the shipping 
room. But, in reality, they can be formulated simply. In gen- 
eral, there are three weight limits placed on the individual 
packages, as follows: 40 pounds gross, length, depth, and width 
combined, not exceeding 60 inches, bursting test of the fibre 
board not to be less than 175 pounds a square inch; 40 to 65 
pounds gross, total dimensions not exceeding 65 inches and 
bursting strength of board not less than 200 pounds; gross 
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A few of the styles and uses of the corrugated and solid fibreboard box. 








Vol. XLY, No, { 
ee 





weight not exceeding 90 pounds, dimensions added not ey 
ing 70 inches and bursting strength not less than 275 Me 

In addition, there are somewhat complicated stipulation: 
presented as to methods of sealing, of which there ig yg, Il 
choice between three methods, including gluing of the fan, 
covering all flap-seams with tape, and stitching with meta 
staples not more than two and a half inches apart. A = 
tificate of the box maker must appear on each individual 
setting out the limitations to which it is subject, the ioe 
of the manufacturer, location, etc. . 

By exceptions, permission is granted for the use of fibre 
containers for shipment of a large number of other articles 
such as brooms, mattresses, and various furniture items, For 
instance, the broom package may, in its united dimensions 
run up to 90 inches. The dimension limitation on the Mattress 
package is 140 inches. In general, the exceptions apply in con. 
nection with articles that, by their nature, would be excluded 
from the general rule and are at the same time sufficiently light 
and bulky as not to overtax the protection afforded by the fibre 
container. 

On this basis, an almost endless variety of boxes, with ap 
equal number of uses, has been developed. Containers suitabje 
for the shipment 
of almost anything 
from drugs to 
kitchen cabinets 
have been devel- 
oped. A curious 
fact in connection 
with the fabrica. 
tion of the fibre 
containers is that 
there is no such 
thing as a stock 
size, manufactured 
in advance and 
shipped out as or. 
ders come in, All 


fibre containers, 
with, perhaps, 
trivial exceptions, 


are manufactured 
to meet individual 
orders and specif 
cations. The cor 
rugated box great: 
ly predominates in 
numbers over the 
solid fibreboard 
box, perhaps be 
cause of a wider 
range of adapta- 
bility. As a gel 
eral thing, the 
solid box is col 
sidered better 
adapted for dense, 
heavy commodi- 
ties and the cor 
rugated box for 
lighter, more frag: 
ile articles. But, 
to a large extent, they are interchangeable, opinion as to their 
competitive advantages not being definitely crystallized. The 
wider range of uses to which the corrugated box is put comes 
from a greater columnar strength, so that it collapses less 
readily in a large box, and through its comparative lightness 
and the fact that the wall of the box itself provides a cushiol 
advantageous with many types of shipment. 


Industry Highly Organized 

Few industries are better organized than are the fabricators 
of this type of shipping container. That may, in part, be due 
to the early vicissitudes of the industry. But the necessity for 
research in box design and material and the collective nature 
of the problems presented in extending the field of use has 
helped to maintain solidity within the ranks. 

Manufacturers of fibre shipping eontainers at present form 
one of three “groups” of the Paperboard Industries Association 
The other two groups are manufacturers of paperboard a 
manufacturers of folding boxes, such as the small cartons US 
in interior or piece packing. Approximately 90 manufacturers 
are represented by the membership in the corrugated a 
solid fibre box group. The objects of the association are liste 
as follows: 


Chie ago 





¢ 
(a) To promote the general welfare of the various branch 
the paperboard industry, and to encourage and bring abou 
and more friendly relations between members. 
(b) To promote fair trade practices. 
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(c) To promote and develop the market, both domestic and foreign, 


d its products. 
for ra) ges and encourage industrial research with a view 


vement and development of manufacturing processes. 
to the my rovcourage the principle of arbitration. 

(e) To cooperate with transportation committees and government 
f tablishing equitable traffic regulations, and to safeguard 


— poe shippers against actions and ruling detrimental to the 
m 


industry, develop and encourage accurate methods of accounting 


ination. 
nd Ost oe eollect, compile and disseminate statistical data relative 


poard industry so as to enable members to give intelligent 


panty cy their respective activities. 


The existing organization was created through the amal- 
samation, in 1925, of three separate organizations. Those were 
the Box Board Association, National Container Association, and 
Folding Box Manufacturers’ National Association. As the 
roducts of a great many of the firms overlapped, in that one 
aaa might produce both the fibre shipping containers and fold- 
ing boxes, or even manufacture the original paperboard, it was 
found desirable to bring them all together in the one organiza- 


One of the activities of the association of most interest to 
shippers is the maintenance at Chicago of a fully equipped 
jaboratory for research and the solution of individual container 
problems. The service is free to members and to shippers 
using member products. Technically trained men are in charge 
of the laboratory and all of the standard testing machines, in- 
cluding a revolving box-testing drum, for measuring the relative 
strength of boxes and materials are there, as well as the equip- 
ment necessary for cutting out boxes in the different patterns 
and whatever other operations are necessary. If a manufac- 
turer wishes to design a box that will fulfill particular perform- 
ance requirements, he may use the laboratory facilities to 
determine whether the object has been obtained. And likewise, 
ifa shipper has a particular problem to solve, the laboratory 
will assist. In the latter case, the facilities are most fre- 
quently called into play to design interior packing to be used 
for the protection of some delicate or awkwardly shaped article. 

The existing association, as well as its rather numerous 
line of predecessors running back to the Progress Club of 1904, 
has consistently sponsored research activities for the perfec- 
tion of the containers and standardization of the industry. 
Contacts are maintained with the claim prevention depart- 
ments of the railroads, the Bureau of Explosives, the Post 
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Office Department, the U. S. Forest Products Laboratory, at 
Madison, Wis., and with various other agencies and activities, 
such as the division of simplified practice of the Department of 
Commerce. 

An exceptionally detailed hand book has been published, 
revised from time to time, as to the types of boxes, their uses, 
and the classification regulations applicable. For a consider- 
able period, a fellowship was maintained at the Mellon Insti- 
tute for Industrial Research at the University of Pittsburgh for 
standardization and improvement of the various manufactur- 
ing steps and testing materials and instruments. 


Important Changes in Last Three Years 


Despite the large amount of work of the kind done in the 
past, there have been greater changes within the industry in 
the last three years in designing packages, increasing the 
strength of materials, and improving methods of manufacture 
than in all the twenty-one years before in which fibre containers 
had been manufactured on a commercial scale, according to 
G. R. Browder, manager of the association. Until recently, the 
corrugated sheet between the two liners that form the wall 
of the corrugated box had always been made of straw. Chest- 
nut and pine wood fibres have now been added and other 
changes include strengthening of the outer liners, through use 
of more new wood fibre. 

Production of corrugated boxes in 1928 was 1,133,000 tons, 
according to figures compiled by the association. That of solid 
fibre board boxes was 684,000 tons. In square feet, that 
amounted to 11,330,000,000, for the corrugated board, and 4,560,- 
000,000 of solid board. The total was fifteen billion, eight 
hundred and ninety million square feet, or—if anyone wishes 
to kuow—the equivalent of 570.2 square miles of board. Use 
of that material in providing shipping containers for products 
of industry in this country is estimated to have saved 2,449,- 
700,000 board feet of lumber in that one year. 

Such figures probably mean no more to the average per- 
son than a “million dollars” does to the small boy. But that, 
at least, is to say it is “a whole lot.” And, we are told, that 
“whole lot” is increasing at the rate of ten per cent a year, and 
market saturation is not yet in sight—which, it is assumed, 
means that new uses and more of them are yet to be found 
for the fibre shipping container. 





(Note—An article on the wood box is to appear in the near future.) 
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IMPROVEMENT OF HIGHWAYS 


The Trafic Worid Washington Bureau 


The House of Representatives, after listening to many 
speeches as to the advantages of good roads on the afternoon 
of January 21, passed the Dowell bill authorizing an appropria- 
tion of $125,000,000 a year for each of the fiscal years 1931, 1932 
and 1933, for federal-aid highways. This is an increase’ of 
$50,000,000 a year as compared with the present appropriation. 

“Three urgent contingencies,” said Representative Purnell, 
of Indiana, “in my judgment, warrant the passage of this bill.” 

These contingencies, according to the speaker, are that the 
federal appropriations have not kept pace with state expendi- 
tures for improved highways; that good roads aid the farmer 
and that the proposal to spend more federal money on highways 
'§ part of President Hoover’s “prudent-expansion” program. 

Growth of automobile traffic—private automobile, bus and 
trick—on the highways was pointed to by a number of repre- 
sentatives as the reason why the federal government should 
increase the appropriation. 

Representative Morton D. Hull, of Illinois, asked why it was 
hecessary to have federal aid for highway building if the states 
Were spending in excess of the contributions of the federal 
s0vernment. 

a Representative Purnell said that surely Mr. Hull was not 
Yocating the abandonment of federal aid for highways. 
“Cp I am not sure it is necessary or desirable,” said Mr. Hull. 
in ntributions by the federal government were originally made 
ica to induce the state to build roads, but it would seem 
7 contributions on the part of the federal government are 
necessary as an inducement.” 
now eePresentative Bankhead, of Alabama, said it was too late 
aid © undertake any argument of the advantages of the federal- 
appropriation. He said it had become, in his opinion, the 
ent policy of the government. 
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Representative Browne, of Wisconsin, said that included in 
the 26,500,000 automobiles and trucks in operation on the high- 
ways, there were 86,000 motor busses operated in 1928, and that 
64 steam railroads used busses as auxiliaries. He referred to 
federal aid to railroads in the way of land grants in the early 
days. He said he was not criticizing those grants, but that 
there was more justification for the federal government at this 
time appropriating money to build interstate federal highways 
“over which all the people have an equal right to freely travel 
without paying toll or tribute to anyone.” 

“Action of the House in providing for an increase of $50,- 
000,000 a year in federal-aid appropriations, with every assurance 
that the Senate will also approve this amount, means that con- 
struction of interstate highways will be speeded up to the 
extent of around 6,000 miles annually,’ said the American 
Automobile Association. 

“As federal-aid is operative on a 50-50 basis, favorable con- 
gressional action on the increase means that the states must 
match it with an additional $50,000,000. This means $100,000,000 
for road building beyond the amount already pledged.” 


MOTOR VEHICLE TAXATION 


The motor vehicle tax bill was $925,000,000 in 1929, accord- 
ing to the Motor Vehicle Conference Committee, representing 
the American Automobile Association, the National Automobile 
Chamber of Commerce, the Motor and Equipment Association, 
the National Automobile Dealers’ Association and the Rubber 
Manufacturers’ Association. 

State registration fees totaled $350,000,000 and gasoline 
taxes, $415,000,000, according to estimates of the National Auto- 
mobile Chamber of Commerce, making the total state taxes 
$765,000,000. The same organization estimated municipal taxes 
on the motor vehicle at $20,000,000. The automobile personal 
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property tax was estimated at $140,000,000. These figures make 
up the total of $925,000,000. 

The Motor Vehicle Conference Committee says in a discus- 
sion of taxation that there are four theories of taxation to pay 
for highways—no special taxation whatever for motor vehicles; 
special taxation of the motor vehicle to pay all costs in con- 
nection with construction and maintenance of highways; gen- 
eral taxation for construction and special taxation for mainte- 
nance; and adjustment of general and special motor taxation on 
the basis of use of motor funds for such highway improvement as 
does not constitute an unfair burden on the individual motorist. 

Referring to the last theory, the committee says it is one 
that is steadily gaining ground in the United Statse and that 
it holds that the amount of special taxes levied against the 
individual motor user shall not constitute an unfair burden. 
This amount determined, it says, such funds shall always be 
limited to improvement of highways of general motor use and 
shall be devoted first to maintenance costs. In states where 
a surplus remains after such motor highway maintenance needs 
have been cared for, this surplus should be used to pay a sub- 
stantial share of all other costs of highways of general motor 
use or may be used to defray all or part of the costs of bond 
issues to expedite construction of economically desirable motor 
highways. The committee says it subscribes to this theory of 
taxation. It says the state should be the sole taxing agency 
and that federal, county and municipal governments should be 
excluded from the field. 


JAPANESE MOTOR TRANSPORT 


The Japanese state railway authorities, according to a report 
to the Department of Commerce by Leo D. Sturgeon, United 
States consul at Tokio, are said to be planning the introduction 
of a bill in the Diet providing for the control by them of the 
many motor bus lines that have been sanctioned in that coun- 
try. At present they are competing with the state owned and 
operated railroads and the privately owned and operated elec- 
tric lines of the interurban type, particularly the latter. The 
busses and the interurban lines compete for short-haul traffic. 
The competition between the busses and the state railways on 
the long-haul business, the consul says, is only nominal. 

Full authority, Mr. Sturgeon said, would be given by the 
proposed legislation, to the railway authorities to work out the 
transportation problems of the country in a unified way and 
in such a way as to protect existing railway services from 
unfair motor transportation, and, on the other hand, would en- 
courage the latter where such a course seemed advisable. The 
government, he said, was undoubtedly on the side of the private 
electric lines, in most cases at least, .in their competitive struggle 
with the bus line enterprises and had already moved to cause 
the latter to bring their rates into conformity with those laid 
down by law for the electric lines. 

“The advantages that bus lines enjoy over rail services,” 
says the consul’s report, “are much the same as in the United 
States; that is, smaller capital requirements, the use of public 
highways, and a greater degree of mobility. The bus com- 
panies use the highways, state and national, without making 
special contribution to their upkeep; hence a service may be 
opened without particular difficulty once official sanction has 
been secured.” 


HIGHWAY TO ALASKA 

A favorable report on a bill (H. R. 8368) providing for a 
study regarding the constructicn of a highway to connect the 
northwestern part of the United States with British Columbia, 
Yukon territory, and Alaska, in cooperation with the Dominion 
of Canada, has been made to the House by the committee on 
roads. The Secretary of War, Delegate Sutherland, of Alaska, 
and others supported the bill. 


ILLINOIS MOTOR TRANSPORT 


A resolution suggesting that its members communicate with 
their legislators in Congress asking support of the Parker bill 
for regulation of interstate bus operations was adopted at the 
sixth annual meeting of the Illinois Motor Transportation Asso- 
ciation, at the Stevens Hotel, Chicago, January 20. The mem- 
bers were asked to get behind the measure by writing or tele- 
graphing congressmen immediately. The secretary was in- 
structed to keep the membership instructed as to the progress 
of the bill, so that, at the time the bill comes up for action in 
the Senate, similar communications may be forwarded to the 
Illinois senators. 

The speakers and their subjects at the afternoon and morn- 
ing sessions of the meeting included “Accident Prevention in 
Bus Operation,” by B. J. Pepperman, safety supervisor, Chicago 
Motor Coach Company; “Purpose of Secretary Lamont’s Com- 
mittee on Traffic Congression,’ by Edward J. Mehren; “Selling 
Bus. Rides,” by John B. Walker, advertising manager, Motor 
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Transit Management Company, and “Waiting Station Problem: 
by R. E. Plimpton, associate editor, Bus Transportation es 
Chester E. Moose, of the United Motor Coach ¢¢ 
was reelected president of the association, and Garrett Qu 
of the Chicago Motor Coach Company, vice-president. ae 
Nelson was reelected secretary and the following dir 
were reelected: J. J. Rielley, Woodriver, Ill.; Aaron sg 
Olney, Ill.; Lawrence T. Allen, Danville, Ill.; John Dixon P enh, 
Ill., and J. C. Johnson, Michigan City, Ind. > ae 





ROAD BUILDING MATERIAL RATES 

Another resolution protesting against proposed increas 
in rates on road building materials in the Mississippi Valle 
was inserted in the Congressional Record by Senator McKeliz, 
of Tennessee. It was adopted by the county quarterly court - 
Madison county, Tenn., and was addressed to the Commission, 
Senator McKellar added a few words of his own against the 
proposals. ‘ 


MOTOR BUS LEGISLATION 


The House committee on interstate and foreign commeng 
has begun work, in executive session, on the Parker motor bus 
regulation bill. It is expected it will be several weeks before 
the committee completes its consideration of the measure anj 
takes final action. 


MOTOR BUS LITIGATION 


The Supreme Court of the United States, in No. 491, J, p 
Grubb, appellant, vs. Public Utilities Commission of Ohio, has 
postponed consideration of the question of its jurisdiction over 
the appeal until a hearing on the merits. The appellant i 
attacking an order of the state commission prohibiting him 
from moving his busses in interstate commerce exclusively 
across the new interstate bridge at Portsmouth, 0., over the 
Ohio River. 


RAIL-MOTOR BUS CONTROVERSY 


The Union Pacific Railroad Company, in No. 22982, Pickwick 
“reyhound Lines, Inc., et al. vs. Union Pacific et al., has filed 
a motion to dismiss the complaint in which it is alleged that 
the Union Pacific has violated the interstate commerce act in 
connection with acquisition of the Interstate Transit Lines. 
(See Traffic World, January 4, p. 38.) 

The Union Pacific says the complaint does not state a cause 
of action against it. Another averment is that the Commission 
is without jurisdiction to hear and determine in this proceeding 
any issue sought to be raised by the complaint. 

“Upon the basis of the facts which are alleged in the con: 
plaint and admitted by defendant’s answer, and the facts of 
which the Commission may take judicial notice, the complaint 
should be dismissed without the taking of testimony,” says the 
Union Pacific. “Defendant further moves that this motion be 
set down for oral argument before the Commission and thai, 
pending said argument and the decision of the Commission on 
this motion, the Commission postpone the taking of any testi 
mony in this proceeding.” 


. MOTOR BUS CODE 

Adoption of a comprehensive code of operating conduct to 
assure maximum safety, comfort and courtesy for the millions 
now traveling by motor bus is announced by the National Asso 
ciation of Motor Bus Operators, affiliated with the American 
Automobile Association. 

The bus association points out that the primary objectives 
of the code are to obtain clean, comfortable and well ventilated 
busses; trained operators, who are familiar with traffic regt 
lations and imbued with the importance of safety first; assure 
safe equipment, maintain schedules and make connections for 
the convenience of passengers. 

“With more than 1,500,000,000 people annually using motor 
busses,” it says, “this new code of operating conduct may be 
regarded as an added assurance to patrons and to the public 
generally of the high standards to be maintained in the conduct 
of this great transportation agency. The code itself is merely 
a classification of precautions, safeguards and service ideals 
a leading bus operators have always attempted to carly 
out.’ 


FINES FOR DELAYING MAIL 
A bill (H. R. 8714) to authorize the Postmaster General to 
impose fines on steamship and aircraft carriers transporting 
the mails beyond the borders of the United States for unret 
sonable and unnecessary delays and for other delinquencies, has 
—_ introduced in the House by Representative Hogg, 
ndiana. 
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AIR COMMERCE IN 1930 


The outlook for commercial aeronautics in 1930, viewed 

‘rom the present situation, is encouraging, and a constructive 
-corganization of air commerce and of the aeronautic industry 
‘ombined with conservative, sound and progressive development 
i indicated, according to officials of the aeronautics branch of 
he Department of Commerce. 
“Now that we have crossed the threshold of a new year, it 
is in order to refer briefly to the current situation as reflected 
by recent trends and to make such deductions as are indicated 
by past experience and future probabilities,” said Clarence M. 
Young, Assistant Secretary of Commerce for Aeronautics. 

“During the past three years civil aviation has, for the 

frst time, been undertaken in an organized way and upon a 
comprehensive basis. During the last half of this three-year 
yeriod it has experienced a tremendous expansion. During the 
past year, particularly, this unprecedented expansion has been 
jccomplished by a number of spectacular achievements com- 
bined with day-in and day-out scheduled operations to usher in 
a new era which may appropriately be called the age of air 
ommerce. 
“sir transport is rapidly becoming an indispensable adjunct 
io commerce and industry. This is clearly indicated by the fact 
that our scheduled air-transport planes now fly almost 90,000 
miles per day and that these scheduled operations constitute 
less than 15 per cent of the total mileage flown in the United 
States. 

“Because of the rapidity with which apparently insuperable 
obstacles have been overcome; because of the fact that virtually 
all phases of commercial aeronautics continue to grow at an 
average rate of 60 per cent per year; because the map of the 
world is rapidly being shrunk to a third of its former size and 
whole days are being added to the business week, many are 
asking, ‘What is the future of aeronautics?’ 

“The rapid expansion which has taken place during the 
past 18 months has resulted in numerous .new manufacturing 
wits being formed. Some of these units initiated activities 
with comparatively limited means, both as to personnel and 
finances. Some of them accorded only secondary consideration 
to the actual economics of production and marketing—their 
primary objective having been the immediate production of air- 
craft of a type for which there was then a popular demand. 

“In consequence, some of the hastily formed organizations 

are how experiencing more or less serious problems of over- 
production. Not that there is no current demand for aircraft, 
because there is; and the manufacturers who anticipated and 
prepared for just such a situation are moving along in a normal 
way. Rather, it indicates that new design and development, 
combined with a thoroughly discriminating market, have served 
‘omake some former types less readily marketable. 
_ “In some isolated instances operators have launched serv- 
ces without adequate surveys, equipment, and backing; but 
alMranspert organizations as a whole have ample capital avail- 
able to inaugurate any service for which there can be a possible 
(demand, and to see it through to a successful conclusion. 

“The industry as a whole is making substantial progress. 
During the current readjustment period, however, there seems 
‘0 exist a tendency to overlook the very substantial increases 
—— made by established enterprises, the large number of 
totally new enterprises, and the inauguration of operations pre- 
‘ously only in project. For example, approximately 16,000,000 
— were flown in scheduled operation in the United States 
“uring 1929 as against 10,673,000 in 1928; 85,000 passengers were 
yn and 8,000,000 pounds of mail transported over scheduled 
“ on in 1929 as against 49,000 passengers and 4,000,000 pounds 
‘ br in 1928; and established airway mileage has increased 
the oo ~~ 35,000 miles in 1929 as against 16,000 in 1928. Also, 
hen S t at miscellaneous flying has increased in this country 
i rt estimated 18,000,000 miles in 1926 to 30,000,000 miles 
= ‘ to 60,000,000 miles in 1928, to 125,000,000 miles in 1929, 
s€ = of especial economic significance. 
the oe of the expansion which has taken place during 
manufa Sang years, the aeronautic industry, particularly its 
the dem uring phase, has had difficulty in keeping pace with 
at all a made upon it. As a perfectly natural result, not 
automobil e the experience in other major industries, such as 
slate es, railroads, and radio, readjustments are now taking 
immutable = Premise of sound economics consistent with the 

aw of supply and demand. The aircraft industry 


is very fortunate in that this readjustment is taking place rela- 
tively early in the industry’s history and will, therefore, be a 
past event—thoroughly constructive in character—long before 
the industry has attained its majority. 

“In this connection, moreover, it should be remembered that 
our daily scheduled mileage is now unequaled in any other 
country in the world; we have night schedules unheard of else- 
where; we have 1,000 private, commercial, and municipal air- 
ports in operation with an additional 1,200 proposed for early 
construction; we have nearly 15,000 miles of airways equipped 
with all known aids to air navigation—including intermediate 
landing fields, beacon lights, radio communication, telettype in- 
stallations, and weather service. 

“The year 1930 is to be a period of constructive readjust- 
ment, and the aircraft industry will continue its progress in a 
sound, economic way. Some existing services, improperly 
premised and inconsequential in character, may be suspended or 
withdrawn, but others of importance will be added; the sub- 
stantial manufacturers will continue to develop and produce 
aircraft for a market that has become intelligently discrimi- 
nating; the construction of the world’s largest rigid airship 
will progress to the point of practical completion; the Depart- 
ment of Commerce will continue its extension of the federal 
airways system; new and additional air-mail contracts will un- 
doubtedly be awarded; and a still greater use of air-transport 
services for passengers and merchandise, as well as mail, will 
be made. These and other things of a similar nature will be 
carried forward in an orderly fashion.” 


AIRCRAFT PRODUCTION IN 1929 


American aircraft production reached the highest peak in 
its history in 1929, according to the annual report copyrighted 
by the Aeronautical Chamber of Commerce of America, Inc., 
made public January 21. The report, which shows that more 
than 6,000 airplanes were manufactured in the last year, will 
be included in “The Aircraft Year Book for 1930,’ which will be 
ready for distribution February 15. 


“Ninety-six major aircraft manufacturers reporting to the 
Aeronautical Chamber of Commerce produced 6,034 commercial 
and military planes with a total retail value, without engines, 
of $44,457,300.60,” says the copyrighted report. “Planes de- 
signed for commercial use alone totaled 5,357, with a value of 
$33,624,756.60. Six hundred and seventy-seven military planes 
were produced, with a total value, without motors, of $10,832,544. 
Niney-one per cent of all planes produced were manufactured 
by members of the Aeronautical Chamber of Commerce. 


“Commercial production increased 51 per cent more than 
1928, 1,815 more airplanes being manufactured during 1929 than 
during the previous year. While the percentage of increase in 
units produced was high, the sharp rise in valuation was even 
higher. The valuation without motors for all commercial planes 
increased 96 per cent over 1928, aircraft manufactured in 1929 
showing an increase in valuation of $16,430,458.60 over 1928. 


“Military production during 1929 experienced a decided 
slump, falling 44 per cent under the 1928 figures. Since no 
valuation was placed upon military production in 1928, it was 
impossible to compare figures on valuation for the two years. 
Total production, despite the military slump, increased 27 per 
cent over 1928. 

“The average unit value, without motors, of airplanes pro- 
duced during 1929 was $6,276.75, an increase of $1,422.25 more 
than in 1928, when the average unit value was $4,854.50. The 
marked increase in aircraft unit values can be attributed to 
the larger number of multi-engined transports, amphibians and 
flying boats, with values ranging from $50,000 to $150,000, man- 
ufactured during 1929.” 

Twenty-five aircraft engine manufacturers reported a total 
of 7,378 engines produced last year for both military and com- 
mercial use, representing a total valuation of $26,495,830.15. 

“Adding spare parts for both engines and airplanes of all 
types,” the report says, “it is estimated that the total retail 
valuation of aircraft and engines produced during 1929 was 
$98,000,000, as compared with $62,000,000 in 1928. 

“Of the 7,378 engines manufactured, the commercial market 
received 5,517, and the military, 1,861. Commercial engines 
represented a total value of $17,895,300 and military motors, 
$8,600,530.15. Ninety-five per cent of the engines were manu- 
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factured by members of the Aeronautical Chamber of Com- 
merce. 

“Comparing this report with 1923 figures, commercial 
production increased 3,667 units, or 193 per cent. Military en- 
gines’ production was 448 units higher than in 1928, representing 
an increase of 32 per cent. The value of commercial engines 
increased $8,958,575, or 100 per cent. The valuation of military 
engines was not compiled in 1928, so that it is impossbile to 
compare figures in that field. Total engine produtcion, includ- 
ing those for military and commercial purposes, showed an 
increase of 4,115 units, or 126 per cent. 

“Commercial aircraft engine production showed an average 
unit price of $3,243.65 during 1929, as compared with $4,830.65 
in 1928. The average unit value of all types of aircraft, includ- 
ing motors, was $9,520, as compared to $9,685.15 in 1928. The 
lower average engine price resulted from the entrance of the 
lower power new production engines into the fie.d. 

“Most of the engines produced were in the class above 300 
horsepower. There were 1,404 motors rated above 30) horse- 
power manufactured during the year, with a total retail valua- 
tion of $8,727,100.. The second largest number fell in the class 
between 76 and 125 horsepower, with 1,309 units valued at 
$2,013,750. The third largest group was rated between 126 and 
175 horsepower, with 1,208 engines valued at $3,158,000. 

“In the class below 75 horsepower, 479 engines valued at 
$367,950 were produced, a large number for this low horsepower 
group. Between 176 and 225 horsepower, 656 engines valued 
at $1,638,500 were manufactured; and in the 226 to 300 ho:se- 
power class, 552 units were made with a valuation of $1,990,000.” 


EXAMINATIONS FOR AIR PILOTS 


The aeronautics branch of the Department of Commerce 
now has approximately 775 medical examiners throughout the 
United States whose duty it is to examine pilots and student 
pilots as to their physical and mental fitness for flying before 
they are licensed, and to check those who are already licensed, 
by periodic examinations, according to Clarence M. Young, 
Assistant Secretary of Commerce for Aeronautics. 

The number of physical examinations conducted by these 
official medical examiners and certified by the aeronautics branch 
is growing rapidly each year—having increased from 11,688 in 
1927-28 to 28,153 in 1928-29. Dr. L. H. Bauer, chief of the med- 
ical section of the aeronautics branch, predicts that in the year 
1929-30 the number of physical examinations for fliers will in- 
crease to more than 50,000. 

The Department of Commerce has fixed the medical fee for 
original examinations for transport, limited commercial and 
industrial pilots at $15; for: original examinations of private and 
student pilots, $10; all examinations of whatever class, $10; 
and the mid-year checks of transport and limited commercial 
pilots, $5. These fees are payable to the medical examiners who 
conduct the physical examinations. The aeronautics branch of 
the Department of Commerce makes no charge whatever for 
pilots’ licenses. 


AERONAUTICS APPROPRIATION 


A total appropriation of $9,204,830 for the aeronautics branch 
of the Department of Commerce for the fiscal year ending June 
30, 1931, is carried in the appropriation bill for the Department 
of Commerce reported to the House this week by the committee 
on appropriations. This represents an increase of $2,788,210 as 
compared with the 1930 appropriations. 

The committee said in its report accompanying the Dill 
that since the establishment of the aeronautics branch in 1926 
under the air commerce act of 1926, appropriations therefor 
had been made in two separate funds, “Aircraft in commerce,” 
and “Air navigation facilities.” 

For “Aircraft in commerce,” an appropriation of $1,260,830 
is recommended, and for “Air navigation facilities,” an appro- 
priation of $7,944,000 is recommended, making the grand total 
of $9,204,830. 

The committee outlined the work done under “Aircraft in 
commerce,” as follows: 


1. The inspection and licensing of aircraft; the examination and 
licensing of pilots and mechanics; the enforcement of the air-traffic 
ryles; the inspection and rating of airports; and other regulatory 
functions. 

2. The dissemination of information relative to commercial aero- 
nautics; the promotion of trade; and the encouragement of local gov- 
ernments in the establishment of airports. 

3. Research and experimentation looking to the improvement of 
materials used in the construction of airplanes; the testing of new 
types of aircraft engines and propellers. 

4. The mapping of civil airways. 


The appropriation for air navigation facilities, said the 
committee, covered the cost of establishing and maintaining 
civil airways. 

“Under this fund,” 


it stated, “the committee has recom- 
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mended a total of $7,944,000 for the next fiscal year, an iner 
of $2,485,380 over the present year and an increase of $95) 4, 
over the Budget estimates. It was originally estimateg i 
the funds made available for lighting airways this year to af 
plete a program of 3,900 miles, bringing the total mileage 
lighted dirways as of that date to 15,400. During the th 
year, however, the interdepartmental committee on airway 
recommended the strengthening of airway facilities along 8 
isting routes by putting in additional teletype circuits for makin, 
hourly weather reports. The teletype system is a leased-wi 
system of communication which is rented from the American 
Telephone & Telegraph Company, consisting of a telephon. 
typewriter installed at the terminal points in the radio stations 
and at points along the airway from which these reports meg 
transmitted—the principal intermediate landing fields anq the 
high points along the airway. By adopting this program, joy. 
ever, it was necessary to divert funds to the extent of $283 54) 
covering 900 miles of proposed airways which are to be lighted 
under next year’s program. These 900 miles affected two route 
Columbus-Philadelphia, 413 miles, and Jacksonville-Richmong 
350 miles. Under the estimates originally submitted to ty 
committee this year it was proposed to light 2,880 addition 
miles, making a total of 17,380 lighted at the end of the ney 
fiscal year. The airways covered by the 2,880 miles are 4s 
follows: 


Columbus-Philadelphia 413 miles, Jacksonville-Richmond 550 mils 
San Diego-Fort Worth 1,206 miles, Fort Worth-Louisville 805 miles 
total 2,974 miles. ; 


AIRPORT MANAGEMENT 


In an endeavor to assist those responsible for the manage 
ment of the rapidly increasing number of airports throughout 
the United States and to bring about the general adoption of, 
standard code of airport field rules, the aeronautics branch of 
the Commerce Department has published two bulletins: Aero. 
nautics Bulletin No. 17, entitled “Airport Management,” ani 
Aeronautics Bulletin No. 20, entitled “Suggested City or County 
Aeronautics Ordinance and Uniform Field Rules for Airports” 
according to Harry H. Blee, director of aeronautic development, 
Both of these bulletins are now available, without charge, upon 
request. 

The bulletin on airport management discusses in detail the 
various types of management in effect, potential sources of 
revenue, systems of accounts, and such managerial functions 
as law enforcement; control of airport records, care of visiting 
flying public, weather information, communications and trans 
portation, negotiation of contracts, air traffic control, mainte 
nance, new business promotion, and suggestions for planning 
and carrying out a development and improvement program. 


The other bulletin, after discussing briefly the need of 
uniformity in handling air traffic, presents a suggested city or 
county aeronautics ordinance and a recommended set of wi 
form field rules for airports. This code of field rules was pre 
pared by the Department of Commerce with the cooperation 0 
the Aeronautical Chamber of Commerce, the army air corps, 
the bureau of aeronautics of Navy Department, and others inter 
ested in this subject, and includes general rule, rules regarding 
various aircraft operations, and fire regulations. These bulletins 
may be had by writing the aeronautics branch, Department of 
Commerce, Washington. 


AIR COMMERCE REGULATION 

Creation of a federal air commerce board to regulate inter 
state commerce by air carriers operating as common carriers 
of persons and property is proposed in H. R. 8916, a bill inte 
duced in the House by Representative Cable, of Ohio. 

The members of the board would be the Assistant Secretaly 
of Commerce for Aeronautics, the chief of the division of a 
regulations in the aeronautics branch of the Department @ 
Commerce, and the Second Assistant Postmaster-General. 

The scope of the regulation proposed would include the 
requirement that certificates of public convenience and necessit! 
be obtained for operation and that bonds be provided for the 
protection of persons and property. Provision is made for 
withdrawal of certificates of public convenience and necessil! 
and enforcement of regulations to be prescribed by the boart 


FLIGHT FROM PARIS TO LONDON SETS RECORD 


A recent flight from Paris to London made in 9% we 
breaks the former record made by a plane flying from Lon - 
to Paris in 99 minutes at an average of 141 miles per 1 - 
according to a report received in the Department of Comme r 
from H. C. Schuette, assistant automotive trade commissiet 
to Europe. The distance of approximately 200 miles Ws co 
by a British airplane carrying 20 passengers and weighins ~ 
tons. An average speed of 145 miles per hour was maintalt 
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AERONAUTIC RADIO RESEARCH 


A liaison committee on aeronautic radio research has been 

ed to make a survey of the governmental and industrial 
se h which is seeking to overcome the obstacles standing 
me way of the highest degree of safety and reliability in air 
pth rtation, according to Clarence M. Young, Assistant Sec- 
a Commerce for Aeronautics. 

The last few years have witnessed substantial progress in 

the application of radio to aeronautics, but aeronautic radio 
is still in its infancy, it is declared. Spurred on by a realization 
of the need of further development in this field, governmental 
oa industrial organizations are carrying on considerable re- 
-_ an endeavor to assist in focusing this work upon the 
early solution of the most pressing problems with the minimum 
duplication of effort, the Department of Commerce has organ- 
ized this committee, under the chairmanship of Harry H. Blee, 
director of aeronautic development, to make a survey of such 
research and of those problems calling for attention, and to 
report its findings and recommendations. : 
It is planned, after the committee has completed its initial 
survey and report that it shall continue to meet three or four 
times a year in order that those interested may be kept advised 
as to the progress being made in aeronautic radio research and 
take advantage of such research programs as the committee 
may from time to time recommend. 

Following is a list of the members of the committee and 
the organizations by whom they were designated: Harry H. 
Ble, chairman, aeronautics branch, Department of Commerce; 
Dr. J. H. Dellinger, secretary, bureau of standards, Department 
of Commerce; Lt. Comdr. D. B. Duncan, U. S. N., bureau of 
aeronautics, Navy Department; F. C. Hingsburg, airways divi- 
sion, bureau of lighthouses, Department of Commerce; H. J. 
Walls, alternate; Herbert Hoover, Jr., Aeronautical Chamber of 
Commerce of America; H. C. Leuteritz, alternate; Dr. Lewis 
¥. Hull, Radio Manufacturers’ Association; George W. Lewis, 
National Advisory Committee for Aeronautics; Capt. H. M. 
WcClelland, air corps, War Department; F. M. Ryan, Institute 
of Radio Engineers; Wesley L. Smith, American Air Transport 
Association; and Ray Stearns, National Electrical Manufac- 
turers’ Association. 


MORE AIR RATE CUTS 


Another sweeping reduction in air rates for passenger trans- 
portation was announced this week by Aviation Corporation, 
subsidiaries of which fly approximately 20000 miles daily over 
scheduled routes. The new rates will approximate rail rates 
plus Pullman between the points served by the subsidiaries. 
According to James F. Hamilton operating vice-president of the 
Aviation Corporation the reductions follow a number of ex- 
perimental. rate cuts on individual portions of the system which 
have resulted in substantial increases in traffic. Extension of 
the reductions to all of the subsidiaries makes the cut the most 
general of all recent slashes in the passenger rates. The lines 
affected are Colonial, Air Transport, Universal Air Lines, Embry- 
Riddle Aviation Corporation, Southern Air Transport, and Braniff 
Air Lines. Under the new schedules, the rate from New York 
‘0 Kansas City, via the New York Central-Universal hookup, 
decomes $66.43 and the rate from New York to Los Angeles is 
cut $67. Other rates illustrative of the general basis include: 
Chicago to Cleveland, $17.60; Chicago to St. Louis, $14.75; 
Chicago to Kansas City, $23.60. 


LONDON-SOUTH AFRICA AIR SERVICE 
_ The projected air service between London and South Africa 
“il probably be started toward the end of 1930 by the Imperial 
Airways, Limited, according to a report received in the De- 
martment of Commerce from Assistant Trade Commissioner 
tdward B. Lawson, Johannesburg. The British government, 
having granted a large subsidy, has asked the interested govern- 
ments in Africa to do likewise. The Union government will 
fant a £400,000 (approximately $944,000) subsidy, spread over 
«period of five years. The contemplated cost of a ticket from 
ne Africa to England will be approximately $500, or only 

Ut 5 per cent more than a first-class steamer fare. 


AIR SERVICES IN SOUTH AMERICA 


q ns the close of 1929 there were nine companies operating 
nse, air services in South America over routes measuring 
«1282 miles, according to the aeronautics trade division of the 
‘partment of Commerce. 


HOLDING COMPANY INVESTIGATION 
s.. House late January 24 adopted the Parker resolution 
ng for an investigation of the railroad holding company 


mae the House committee on interstate and foreign 








Questions and Answers 


N this column will be answered questions of both legal and practical 

nature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. A trafic man of long experience and wide knowl- 
edge will answer questions a practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of nig my me tes herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washingten, D. C. 
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Tariff Interpretation—Lighterage Allowances in New York Har- 
bor—Consignee Furnishing Transportation for Carrier 


New York.—Question: During the months of August and 
September of this year we shipped from New Market, N. J., 33 
cars of structural steel, consigned to ourselves, c/o Ambrose 
Lighterage & Transportation Co., Jersey City, N. J., routed L. V. 
for outside lighterage. 

We accepted delivery of these cars at National Docks, 
Jersey City, N. J., alongside lighters of the Ambrose company, 
the lading was loaded on these lighters by Ambrose company 
employes, the only service furnished by the carrier being the 
placing of cars as requested. The Ambrose company, then 
acting under separate charter to us, delivered the lading to a 
construction job at Bridgeport, Conn. 

The Lehigh Valley Railroad Company publishes a tariff, 
I. C. C. No. C-8120, and in this tariff, rule 30, page 21, we find 
the following: 


_ When delivery of eastbound shipments in carloads, entitled to 
Free Lighterage in New York Harbor, is made by outside lighters 
from Claremont Terminal, N. J., Jersey City (National Docks), N. J., 
or Perth Amboy, N. J., an allowance out of through rate not exceeding 
60 cents per ton (net or gross as rated), may be made therefor. 


With the idea that these shipments had complied with all 
the requirements of this tariff, being eastbound, being entitled 
to free lighterage in New York Harbor, due to the fact that 
they were consinged to Jersey City, and having been loaded at 
National Docks, N: J., we filed claim with the carrier in the 
amount of $523.62. 


The carrier declines payment of the claim, stating that on 
shipments originating or consigned to points outside free lighter- 
age limits, no allowance could be made, and quoted the case 
of B. & O. R. R. vs. United States, 200 Fed. 779, in support 
thereof. 

It is our contention that there is nothing in this rule, either 
stated or implied, restricting the ultimate delivery to points 
within the free lighterage limits. 

Answer: Your claim must necessarily be predicated on the 
consignment of the shipment to some point in Lighterage Free 
District, New York Harbor, beyond the Jersey shore, to which 
the carrier’s line-haul rate applies and to which the carrier has 
a duty under such rate to transport shipments and at such point 
to make delivery to the consignee. The carrier having the duty 
to deliver at such point must effect delivery by whatever means 
are available. It is optional with it as to which of the available 
services or facilities it will use, for that is its own business. 
In Allowances to Texas Gulf Sulphur Co., 96 I. C. C. 371, and 
Atchison Ry. vs. United States, 232 U. S. 199, it was held that 
“a carrier has the right itself to perform any transportation 
service which it may lawfully be required to perform.” The 
trunk lines reaching the Jersey shore have found that it facili- 
tates deliveries for them tto engage lighters to transport from 
the Jersey shore to delivery points in this district and to pay 
them for the service. This payment is 60c per ton, as to the 
Lehigh Valley, per rule 30, its I. C. C. A-8120. These carriers 
frequently engage consignees to lighter their own shipments, but 
for the carriers’ account to the delivery points. In such cases 
the consignee receives the 60c payment just as same as any 
other concern performing transportation services for the car- 
riers. 


When the consignee is thus engaged ‘by the carrier to trans- 
port and deliver freight consigned to himself, the fact that he 
is also the consignee is merely incidental. He does not have 
possession of the goods during this transportation service, as 
consingee, but as representative or employe of the railroad com- 
pany. He is merely helping the carrier to carry to and deliver 
at the point in the said district to which its line-haul rate ap- 
plies. His taking possession of the goods for this purpose does 
not terminate the carrier’s bailment. He has not, as consignee, 
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received delivery of the goods. The 60c “allowance,” therefore, 
is merely a form of payment which the carrier makes for serv- 
ices performed for its account. It merely means that when the 
consignee pays the freight on the shipment it will be on basis 
of the full line-haul rate and the carrier will credit him with 
60c per ton against such freight for services which he, the 
consignee, has rendered to the carrier. Naturally, if the con- 
signee renders no such service, he does not collect the 60c or 
an equivalent credit against the freight charges. In reality, 
therefore, the consignee pays the full freight charge and the 
carrier performs its duty to transport and deliver, hiring such 
outside help as it deems expedient. 

Now, if a consignee has been engaged to lighter for the 
railroad company and is intrusted with possession of goods for 
delivering at a place beyond the Jersey shore and within the 
free lighterage district, and such consignee interferes with the 
through movement, asserts his own dominion over the goods and 
then does something with them contrary to what the carrier 
must do under its tariff, he then and there takes possession and 
terminates the carrier’s bailment. As he has not transported 
to the designated place in the lighterage free district, he cannot 
collect the allowance or payment from the carrier. Likewise, 
where the consignee, instead of accepting the task of making 
a carrier delivery in New York Harbor, takes possession at the 
Jersey shore, not for the purpose of serving the carrier, but for 
the purpose of reshipping direct to some point beyond the dis- 
trict to which the carrier has a duty to carry, he has done 
nothing for the carrier and cannot collect the allowance. 

Rule AA, page 9, of the Lehigh Valley tariff, requires that 
the lightering must be to a steamship pier or landing beyond 
the Jersey shore, and not to some indefinite or imaginary place 
in the lighterage free district. Also rule 4, item 2, provides 
that on carload eastbound freight “one free domestic lighterage 
delivery, or one free station delivery, will be made.” Taking 
both these rules together, it is seen that a delivery at a pier 
or landing or station must be made. Our opinion is that you 
took delivery of the goods at National Docks, Jersey City, and 
did not, as agent of the Lehigh Valley, have them transported 
to and delivered at one of these places to which the Lehigh 
Valley had a duty under its line-haul rate to transport and at 
which to deliver, and you may not, therefore, recover the allow- 
ance. Your facts seem directly in point with United States vs. 
B. & O. R. R., 231 U. S. 274. Lighters had moved sugar from 
Yonkers, N. Y., on the Hudson River, via Pier 24 to Jersey City, 
where it was transferred to cars and reshipped to the interior. 
Yonkers was outside free lighterage district; Pier 24 is within 
the free district. The sugar company wished to make it ap- 
pear that the shipments were from Pier 24, a point in the light- 
erage district, so as to get the allowance, just as your shipments 
would have to be to a point in this district to entitle you to 
recover. The court holding they could not recover said: 


But the carriers have not established any public station at Pier 
24 and the Federal Sugar Company did not make any tender to them 
at that pier of their sugar for transportation. The claim is for 
an allowance on account of lightering done for their own convenience, 
a lighterage service which under the facts of the case the carriers 
were under no obligation to do as a duty of transportation. 


Routing and Misrouting—Shipper’s Routing Instructions Incom- 
plete—Duty of Carrier 


Ohio.—Question: With further reference to the above sub- 
ject, answer for which was published in the weekly Traffic 
World, issue December 21, and which we appreciate very much. 

However, there is still contention and question relative to 
the fact that your answer would indicate your basis determined 
upon fact that shipper’s designation as to routing on bill of 
lading showed A. C. L. as delivering carrier. 

In order to clarify the matter and to get a definite ruling 
with proper citations, we will endeavor to explain that, as per 
copy of bill of lading sent you, and covering which we are attach- 
ing another copy showing the exact manner in which the routing 
was shown in connection with which we call your particular 
attention to the fact that in column printed in the bill of lading 
“Routing” was shown P. Co. c/o A. C. L. 

Which, it is contended, so shown makes a complete route 
of movement, due to physical connection between Pennsylvania 
and A. C. L., and that, therefore, A. C. L. not being dropped 
down on the next line in connection with delivering carrier 
shown in parentheses, did not, as indicated, on bill of lading, 
establish A. C. L. delivery. 

And that, therefore, as shown on bill of lading, under the 
route column established a through and complete route by which 
the shipment was routed bearing the higher rates. 

Also, the contention arises as to qualification, if any, as 
carried by the words “c/o A. C. L.” without specifying junction 
point, and that the words “c/o” would indicate c/o the line 
indicated at the junction of physical connection with the Penn- 
sylvania, as against contention that c/o would indicate at any 
junction consistent with the lowest basis of rates. 
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Is there any ruling by the Commission or any legal citat 
which will amplify or qualify meaning of the words He - 
being a part of a complete route with physical Connection a 
tween such carriers, as against interpreting the words “ be 
the junction point taking lowest rates? eo 

In other words, it is the contention that P. Co. ¢/o 4 CL 
shown on the bill of lading opposite the route established . 
complete routing by the shipper, and failure to show in 4 
next line below, where is indicated delivering carrjer <i 

P : P ’ ot 
designate the A. C. L. as delivering carriers, and that, therefor. 
route of movement being complete, carriers would not be re 
sponsible for lowest basis of rates. ‘ 

I will appreciate information and citations covering, 

Answer: Our answer, to which you refer, was based 9) 
the premise that the A. C. L. was shown on the line direct}; 
above the words “Delivering Carrier,” appearing in parenthes. 
in the bill of lading a statement in the second paragraph of yoy, 
letter, but which we now see is modified by subsequent stat. 
ments therein, leading to this conclusion. ‘J 

Were Atlanta, Ga., locatéd on the A. C. L., the decision ,: 
the Commission in Stebbins vs. D. L. & W., 42 1. CC. 1 
would govern were the phrase “P. Co. c/o A. C. L.” shown » 
the line following the word “Route” in the uniform bill of ladins 
and also in the event the term “c/o A. C. L.” was shown on the 
line immediately above the words “Delivery Carrier” in the pj) 
of lading, in addition to the phrase “P. Co. c/o A. C. L.” on the 
line following the word “Route.” If the term “P. Co.” wep 
shown on the line following the word ‘Route’ in the uniform 
bill of lading and the term “c/o A. C. L.” were shown on the 
line immediately above the words “Delivering Carrier,” in the 
bill of lading, the decision of the Commission in Trexler Lumber 
Co. vs. Southern Ry., 42 I. C. C. 719, referred to in our answer 
on page 1622, of the December 21, 1929, Traffic World, under 
the caption “Routing and Misrouting—Duty of Initial Carrier 
When Carrier Specified for Delivery Purpose Only,” woul 
govern. 

However, Atlanta, Ga., not being located on the A. C. L,, the 
routing instructions were not complete, in that all of the lines 
necessary to the transportation of the shipment from origin 
to destination were not named in the bill of lading. 

In Stebbins vs. D. L. & W., 42 I. C. C. 150, the Commission 
held that where the consignor specifies the routing that he 
desires his shipment to take by naming a carrier, which, in con 
nection with the originating line, forms a through route fror 
point of origin to destination, the initial carrier cannot be 
charged with having misrouted the shipment if it bills it over 
that route instead of selecting a cheaper route in which these 
carriers participated, but with a third carrier intervening. 

Whether this principle applies in the instant case, in so far 
as the initial carrier, the P. R. R., and its connection, the A. CL 
are concerned, in the absence of a designation of a deliverins 
carrier by the shipper, has not been, so far as we can determine, 
the subject of a decision by the Commission. The Commissio 
has held that where the routing instructions of the shipper ar 
incomplete it is the duty of the carrier to forward a shipmett 
via the cheapest route consistent with the shipper’s instructions 
Austin Powder Co. vs. W. & L. E. R. R. Co., 45 I. C. C. 1%; 
Green Bag Specialty Co. vs. N. Y. & L. B. R. R. Co., 50 I. C. C. 
237; Central Pa. Lumber Co. vs. B. & S. R. R. Corp., 52 1 C. C. 
329; E. I. du Pont de Nemours vs. C. of N. J., 55 I. C. ©. 28 
and in the instant case it would seem that this duty might be 
performed by the initial carrier in forwarding the shipmet! 
via the cheapest route composed of its line, the A. C. L, and 
one or more carriers beyond the A. C. L., which would be# 
route consistent with the shipper’s routing instructions, - 
would not be obligated to turn the shipment over to an soot 
vening carrier between its line and the A. C. L., which would 
be necessary, in order for the shipment to move via Cincinnatl. 


Tariff Interpretation—Broad Terms Used in Tariff to oa 
Routing Provisions Can Have No Wider Meaning than 
mitted by Scope of Tariff Itself 


Oklahoma.—Question: During August, 1928, a shipper a 
a carload shipment of drilling tools from Pyote, Tex., t0 of 
Okla., routed T. P.-R. 1-O. C. C. A. Item 485 of S. W. L. 151, os 
Johanson, I. C. C. 2008, provides that “Except as paren 
provided to the contrary in items 550 to 1020, inclusive, i 
rate determined on the basis provided in paragraph A will a 
for account of all lines parties to the: tariff and via all aoe 
formed on such lines.” Your particular attention is direct 
to the fact that this item specifically provides “except as spf 
cifically provided to the contrary in items 550 to 1020, inclusive. 

On September 10, 1928, this item was changed to read om 
instead of 550; it is our contention that, prior to September 
the routing in this tariff in connection with mileage rates ™ 
open. a 
Answer: We agree that the routing in connection — 
these distance rates was unrestricted, except as otherwise P 
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od in items 550 to 1020, so long as we keep in view the scope 
vided 1 riff True, item 485 provides that the rates will apply 
: uM routes formed of lines parties to the tariff, except as 
via a 4 in items 550 to 1020, and prior to September 10, 1928, 
mo 85 did not except from its broad terms the provisions of 
item 505, nor item 510, which items outline the extent to which 
Hy ck Island lines participate in the entire tariff. Items 550 
- - however, are spe¢ial route items and it is not the pur- 
tol of item 485 that the distance rates will apply via routes 
**, conflict with those stated in items 550 to 1020, and that 
a these routes are excepted. There is no occasion, there- 
a item 485 to expressly refer to items 505 and 510, for 
t route items, even though they do appear under 
Item 505 provides: 


fore, for 


are no ” 
we heading, “Routing Instructions. 


i rriers will not participate in the rate in this tariff 
acon as. provided in Item 510. 

Item 510 merely lists the lines and the extent of their par- 
ticipation thus: C. R. 1. & P. Ry., C. R. I. & G. Ry. from Lou- 
isiana to Texas; from Kansas to Texas, and from Missouri to 
(Oklahoma. Clearly, according to this statement, the Rock 
island lines are not parties to any rates named in this tariff 
‘om Texas to Oklahoma. When, therefore, item 485 is read 
as providing routes—all routes formed of lines parties to the 
riff, it cannot mean, in our opinion, that the provisions of 
items 505 and 510, which limit the extent to which the Rock 
island is a party, shall be disregarded. In other words, we 
have to read the tariff so as to give effect to all its provisions, 
rather than to permit one provision to swallow up another. 
Routing provisions, no matter how broad the language used in 
expressing them, cannot ‘be construed as overriding the scope 
of the tariff itself. In so far as the Rock Island is concerned, 
this is a Rock Island tariff. If it were published as a local tariff 
and. the scope thereof were set forth on its title page, or if as 
a joint tariff it stated, in the list of participating carriers, the 
extent to which a carrier participated in the rates named therein; 
and in the general routing provisions carried an item like 485, 
and this item made no mention of the title page or the list of 
participating carriers in enumerating the exceptions to routing, 
we could not say the general routing provisions would reach 
beyond the scope of the tariff itself. The same reasoning ap- 
plies to’item 485 of the tariff in question, even though the 
manner of publishing the extent of the carriers’ participation 
is different. 

In Bacon Bros. vs. I. H. B., 139 I. C. C. 58, the tariff carries 
an intermediate rule applicable to “any” intermediate point. 
The title page of the tariff showed it carried rates to points in 
lllinois Freight Territory. Paducah, Ky., is in that territory. 
The route from origin to Paducah extended through points out- 
side the Illinois Freight Territory. Shipments moved to such 
pints. Shippers contended that under the unrestricted inter- 
mediate rule the Paducah rates would apply at these unnamed 
intermediate points. The Commission said that in construing 
4 tariff all of its pertinent provisions must be considered to- 
gether, and that as the scope of the tariff itself was limited to 
lllinois Freight Territory, the intermediate points referred to in 
the intermediate rule must be any points intermediate but within 
Illinois Freight Territory. 


Further, item 505 does not contain the statement “except 
48 provided in item 485,” and item 505 is certainly as specific 
a8 item 485, and inasmuch as 485 deals only with routes and 
i With the scope of the tariff itself, we must conclude, we 
think that item 505 is predominant and that 485 must be read 
vith 505 in mind, giving effect to rather than destroying it. 


Limitation of Actions—Misrouting 


Michigan—Question: Referring to issue of January 4, 1930, 
page 54, Limitations of Actions—Misrouting, West Virginia. 
Probably by this time you have discovered that Volume 143 is 
be ‘ror. This should be Volume 146, and, while I am on the 
subject, it would seem from this ruling that if all claims for 
uirouting” come within paragraph C of section 16 of the 
ee rtation act, we should have something that clearly de- 
les What actually constitutes a misroute. 


- As you will note, old Conference Ruling No. 474 is captioned 
waa, and instructs the carriers that where rate and 
i shown and the carrier fails to avail itself of instruc- 
en the shipper as to which they desire protected, the 
rotor a route, this makes the carrier liable for misroute, and 
pas 8 settlement accordingly. I would take it that, under 
“a here mstances, a claim could be handled as a straight 

charge proposition within the three-year limit and which 


a hecessarily conflict with the ruling cited in your answer 
West Virginia.” 


a Will you kindly let me have the benefit of your views in 
© Premises? 


Answer: An overcharge is an amount over and above the 
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legally published tariff rate, applicable via the route the ship- 
ment moved. 

Under a misroute there is no collection of an amount over 
and above the legally published tariff rate, applicable via the 
route the shipment moved, but the collection of an amount, 
namely, the legally published tariff rate via the route the ship- 
ment moved, which may be higher or lower than the rate via 
the route specified by the shipper in a bill of lading. 

A misroute, therefore, does not always result in the exac- 
tion of higher charges than those applicable via the route speci- 
fied by the shipper in a bill of lading, but may be a benefit to 
the shipper. See Northwestern Traffic & Service Bureau vs. 
M. P. BR. Co., 7 I.-C. C. 471. 

While akin to an overcharge, a misroute is not such in a 
strict sense, in that no more than the applicable tariff rate via 
the route of movement is assessed, the shipper being damaged 
only in the event the rate via the route of movement is higher 
than via the route specified by the shipper in the bill of lading. 

We see no distinction between misrouting in the absenee 
of routing instructions and misrouting where a conflict exists 
between the rate and route shown ‘by the shipper in the bill 
of lading, in so far as the application of the provisions of sub- 
division (b) of paragraph 3 of section 16 of the interstate com- 
merce act is concerned. That is, in our opinion, all claims for 
misrouting, of whatever nature, must be filed with the Commis- 
sion within two years from the date of the delivery of the ship- 
ment or tender thereof, in order that the statute of limitations 
may be tolled. 


Tariff Interpretation—General Territorial Description Limited by 
Index of Stations from Which Rates Apply 


Kansas.—Question: Shipment of corn, moved from Prague, 
Neb., to Crete, Neb., there milled into cornmeal, which is re- 
shipped on transit balance to Kansas City at the corn rate from 
Prague to Kansas City, plus 11% cents out-of-line haul, as pro- 
vided in C. B. & Q. I. C. C. number 15627, tenth revised page 
27, which allows transit at Crete to points in group six, which 
includes Kansas City and stations on the C. B. & Q. in Missouri 
and connecting lines beyond, to which joint through rates are 
published via junctions included in the group. 

Cc. B. & Q., I. C. C. number 17330 names through rates from 
Prague, Neb., to points in Iowa and Illinois taking Unicago and 
Peoria rates, and transit is allowed at Kansas City on this 
movement in C. B. & Q., I. C. C. number 17099, item 52, which 
gives a territorial description from stations on the C. B. & Q. 
in Nebraska or Colorado north of the line from Rulo, Neb., 
to Denver, Colo., via Wymore, Superior, Republican, and Oxford, 
Neb. (except the Imperial branch), which includes Prague, but 
the index number is not shown in the item. 

It is the contention of the carrier that transit is not allowed 
at Kansas City because of the index number not being shown, 
and they also contend that no transit is allowed at Crete from 
Prague, Neb., to points of destination in Iowa or Illinois. 


It is my contention that the territorial description in item 
52 of I. C. C. number 17099 permits the transit regardless of 
index number, and that the item in I. C. C. number 15627, which 
reads that transit is allowed at Crete from any station on the 
C. B. & Q. to any station on the C. B. & Q., when Crete is inter- 
mediate on line shipment to reach its destination, permits tran- 
sit on the through movement, as the 1% cents out-of-line-haul 
charge makes the rate applicable via Crete, and the transit 
privilege in I. C. C. 17099 makes the rate applicable via Kansas 
City, and it is my contention that any point through which 
the rate applies is considered intermediate on line shipment. 


Answer: In our opinion, the entire controversy turns upon 
the construction to be placed upon item 52, page 6, C. B. & Q. 
I. C. C. 17099, which authorizes transit at Kansas City on grain 
and grain products destined Chicago and Peoria and points 
taking same rates when the traffic originates at “stations on the 
Cc. B. & Q. R. R. in Nebraska north of the line, Rulo, Neb., 
to Denver, Colo., index Nos. 5690 to 5905, 5950 to 6170, 6577 
to 6597,” and various other stations the index numbers to which 
are greater than those quoted. 


True, Prague, Neb., is a C. B. & Q. station in Nebraska 
north of the line Rulo to Denver. As you state, its index num- 
ber, 6500, is not included in the foregoing index numbers. 
Noting, however, that these index numbers are all of stations 
on the C. B. & Q. in Nebraska north of the aforesaid line, Rulo 
to Denver, they must serve some purpose or else they would 
all be mere duplication. If the territorial description “stations 
on the C. B. & Q. in Nebraska north of the line,” etc., were 
sufficient, it would be unnecessary to give index numbers to 
any of these stations. 

It is a familiar rule of interpretation that the item must 
be taken as a whole to get at its meaning when it would other- 
wise appear ambiguous and such construction must be applied 
as will give effect to all parts of the item if that be possible. 
Rather than construe the index numbers quoted as mere dupli- 
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cations, it seems to us we must give some effect to them, if 
possible. The only effect or use we can find for stating the 
index numbers of the C. B. & Q. stations in Nebraska north 
of said line, is to limit the transit to apply only from those 
stations which are indexed. In other words, our view is that 
the provision quoted is no different in effect than if it merely 
provided that transit would apply on traffic from “stations in 
Nebraska, as follows: Index Nos. 5690 to 5905, 5950 to 6170, 
6577 to 6597,” etc. 

The first column of the “From” territory merely gives the 
general geographical territroy involved and the station index 
numbers (standing in the stead of the station names) indicate 
the stations in such general territory from which the transit is 
authorized. 


Liability of Carrier for Loss of or Injury to Goods 


In our answer to “Connecticut,” on page 1696 of the De- 
cember 28, 1929, Traffic World, under the above caption, it was 
the intention to refer to a previous answer, but the reference 
was, through error, omitted. The answer to which we intended 
to refer is our answer to “Kansas,” on page 916 of the April 13, 
1929, Traffic World, under the caption, “Equipment—Duty of 
Carrier in Furnishing.” 


Receivers—Payment of Debts by 


Pennsylvania.—Question: Would appreciate your advice in 
connection with the loss and damage claim that we have filed 
against a short-line carrier who, after some length of time after 
claim was filed, passed into the hands of receiver. 

After several requests were made for payment and after 
considerable time had elapsed for investigation to be completed, 
we were advised that claim was in order and voucher was pre- 
pared for the amount in question; however, same could not be 
sent to us, for the reason that the carrier was in the hands 
of a receiver and claim in question covered the transaction 
prior to the beginning of receivership. They also advise that 
they are not in a position to release this check until ordered 
by the court. 

Can you advise whether or not the Commission has ever 
ruled with respect to protecting the public against cases of 
this kind, and inform us the length of time that you believe 
will be necessary before this proposition is adjusted, since claim 
is already two years old? , 

Answer: Unless your claim for loss and damage is based 
upon a violation of the interstate commerce act, such as mis- 
routing, the Interstate Commerce Commission has no jurisdic- 
tion in the matter, your remedy being solely in the courts of 
law. See Johnston vs. Co. N. C. R. R., 118 I. C. C. 19; Chas. 
Pope & Co. vs. S. Ry., 132 I. C. C. 1 

Provided you have properly protected your interest by filing 
your claim with the receiver within the stipulated time, the 
payment thereof is assured in due course, if assets are available 
for the payment thereof. However, except that under the. gov- 
erning law the receiver has discretion to pay the same, it must 
await the order of the court having jurisdiction of the receiver- 
ship. 

In any event, there is nothing you can do in regard to ob- 
taininng prompt payment of your claim, assuming that the re- 
ceiver or the court in which it is pending is acting within the 
law in withholding payment, which question, of course, can 
only be determined by application to a superior court for a 
review of their action in the matter, assuming such a review 
to be authorized by the governing law. 

There are no facts given in your letter which would enable 
a determination of this question. 


Routing and Misrouting—Switching Delivery vs. Line Haul for 
Terminal Carrier 


New York.—Question: May I not express the thought that 
the applicant for information replied to under the heading “Rout- 
ing and Misrouting—Terminal Delivery vs. Line Haul—Terminal 
Delivery” on page 54 of The Traffic World of Jan. 4, 1930, may 
not fully understand his right of action against the carriers 
for misrouting in such instances? 

If the carrier knew of the desired delivery at destination, it 
was its duty to send the car over the lowest rated route afford- 
ing the desired delivery, giving the delivering line either a 
line haul or a switch movement. (148 I. C. C. 343, and numerous 
preceding cases; the case you cited is not in conflict therewith.) 

The questioner does not state where the carrier would have 
delivered the car if not on a team track of B carrier. 

Answer: Under the shipper’s routing instructions it was the 
duty of the initial carrier to, as you state, forward the shipment 
in question via the cheapest route affording “B” railroad de- 
livery. American Sand & Gravel Co. vs. C. & N. W. Ry. Co., 
148 I. C. C. 343. If the cheapest rate applied only via a route 


composed of the “A” railroad and the “B” railroad, both receiving 
a line haul, it was the duty of the “A” railroad to forward the 
shipment via this route. 


Kanotex Refining Co. vs. A. T. & S. F. 
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Ry. Co., 115 I. C. C. 559. If, however, the cheapest ra. 
applied via other routes composed of the “A” railroad, th 
carrier, and “B” railroad, as the delivering switching carp; 
with one or more intermediate intervening carriers, there = 
no misroute on the part of “A” railroad in forwarding the shi 
ment via one of these other routes, instead of via the ian 
composed of “A” railroad and “B” railroad as a line-hau] cartier 
Standard Lumber Co. vs. C. C. C. & St. L. Ry. Co., 146 1 C " 
631. he 


Routing and Misrouting—Rate and Erroneous Destination in Bill 
of Lading 


illinois.—Question: Will you kindly give me your Opinion 
and cite Commission’s rulings, and, if shipper is not liable, the 
error resting with the carriers, which one is at fault for mis 
handling the car? 

The shipper tendered to the L. & N. Ry. bill of lading with 
rate of $9.85 per net ton inserted covering a carload shipment 
routed to Allouez, Wis., Brown county, via L. & N., care 
Big Four, care of P. M., care of C. St. P. M. & O. Ry. Ther 
is no place listed in the tariff, in the Open and Prepaid Guig 
or in Bullinger’s Guide as Allouez, Brown county, Wis, The 
rate shown on the bill of lading of $9.85 net ton applies t, 
Green Bay, which is in Brown county, Wis. There is an Alloue, 
Wis., in Douglas county, located on the C. St. P. M. & 0. Ry: 
however, the rate as shown on the bill of lading does not appy 
to that point. The car moved on through billing carrying nt 
of $9.85 net ton, routed L. & N.-Big Four-P. M.-Manitowoc-(, ¢ 
N. W.-C. St. P. M. & O. to Allouez, Douglas county, Wis, 
where it was refused and ordered forwarded to Green Bay, Wis, 
as it developed that Allouez, Wis., Brown county, is a subi 
of Green Bay, but is not listed, as stated above. 


It will also be noted that neither the bill of lading nor the 
waybill show that the C. & N. W. was to receive a haul; anj 
as the C. St. P. M. & O. have no direct connection with th 
P. M., the latter line turned the car over to the C. &N. ¥, 
for delivery to the C. St. P. M. & O. Ry. 

The question is—Is this a shipper’s error? If not, is the 
originating line guilty for misroutiny, or are lines beyond Mani- 
towoc liable because they did not question the county show?’ 
When shipments move on through waybills is the junction 
agent obligated to check over the billing to see that the proper 
county is shown for the destination, when there is only om 
such destination shown in the Railway Guides? 

Answer: It does not appear that, so far as the station lists 
available to the carrier’s agent are concerned, there are two 
points of the same name, i. e., Allouez, in the state of Wisconsi1, 
and, therefore, under the principle of the Commission’s decision 
in Docket 22092, West Penn Lumber Co. vs. L. & A. R. R. Co. 
(mimeographed), decided December 21, 1929, it is our opinin 
that the carriers are not liable for misroute in forwarding the 
shipment to Allouez (Douglas county), Wis. 

In the case this Commission said: 


te also 
€ initia) 


It is admitted by complainant that the error in billing the ship- 
ment to Struthers, Pa., Mahoning county, was the fault of the ship- 
per, Price Lumber Company, of Evergreen, who drew the bill of 
lading. However, complainant contends defendants were at fault in 
that the agent of the initial carrier did not check the bill of lading 
with reference to the county destination named, in order to ascer- 
tain if Mahoning county was in Pennsylvania. If this was a duty 0 
billing agents it would require considerable knowledge of the gover 
mental subdivisions of the states, or facilities for ascertaining them 
nor ordinarily at hand. The name of a county is usually a mine 
component of an address, unless there are two stations of the sam 
name in a state, and unless that situation exists, the station lst 
which the average station agent has for his guidance usually gives 
only the name of the state. Complainant’s contention is withou! 
merit, especially in view of the fact that Struthers, Pa., is om the 
line of the Pennsylvania, the delivering carrier designated in “al 
bill of lading. Compare Riverside Western Oil Co. vs. Midland Val 
ley R. R. Co., 42 I. C. C. 589 


Tariff Interpretation—Transit Privileges—Conflicting Tariffs 


Texas.—Question: Will you kindly give me benefit of yo 
views, together with any Interstate Commerce Commission de 
cisions, on the following: Nigh 

Carrier “A” published a transit tariff for account of its line 
authorizing protection of a through rate point of origin to des 
tination. Later carrier “B” absorbed carrier “A” and through 
the regular adoption notice procedure adopted the tariffs 188 
by said carrier “A” as its own. At the time of the absorpta 
carrier “B” had in effect for several years a transit tariff ap 
plying on the same commodity, but in which provision was BY 
that the rate from point of origin to destination, point of — 
to transit point, or from the transit point to destination, whi¢ 
ever is highest, must be charged. In some instances the “ 
originally published by carrier “A” will give the shipper ! 
benefit of a cheaper rate, being that, origin to destination. i 
question now arises as to which one of the transit tariffs sho 
be used, as both are in effect. “id 

The nearest case that I can locate is Armour & Compaly we 
D. L. & W., 101 I. C. C. 337, which involves a charge for 4 set™ 
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d, while, in the instant case, the protection of a certain 


e is involved. 
tae views, together with any decisions you can cite me to, 


: appreciated. 
will be _ cig. Aggro of the Commission’s decision in 
our & Co. vs. D. L. & W. R. R. Co., 101 I. C. C. 337, is, in 
os inion, applicable to the facts in your case, although appar- 
“a conflict with the decision in Tomkins-Summer Co. vs. 
ently “@ St. P. Ry. Co., 120 I. C. C. 677, unless a distinction is 
proper between provisions in a transit tariff and published line- 
~— distinction might be based, although it is not so stated, 
upon the ground that the incorporation of the transit tariffs in 
the line-haul tariffs by proper cross reference in the tariff ap- 
plicable for the haul to the transit point results in there being 
in effect at the same time, and in the same tariffs, two rates, 
the lower of which is, under the decision of the Commission in 
Walsh Tie & Lumber Co. vs. Director-General, 92 I. C. C. 311, 


the applicable rate. 


Routing and Misrouting—Significance of Such Terms as “Sou,” 
“Southern,” “Erie” in Routing Instructions in Determining 
Whether Instructions Are or Are Not Incomplete 


Oklahoma—Question: We recently made shipment of two 
carloads of cottonseed meal from a point in Oklahoma on the 
Chicago, Rock Island & Pacific Railway to a point in Texas. 
In the bill of lading routing instructions we merely showed 
“Route via Rock Island.” Via C. R. I. & P., Fort Worth, Tex., 
and the Texas & Pacific Railway the rate, we will say, was 28c 
per 100 pounds. Via the C. R. I. & P. Railway, Texola, Okla., 
and the Chicago, Rock Island & Guif Railway the rate was 
4c, The originating carrier moved shipment to Texola and 
there delivered it to the C. R. I. & G., which line hauled ship- 
ment to destination, a point on its line. We filed claim for 
misrouting, contending the 28c rate should be applied, it being 
the duty of the carriers to forward shipment via the cheapest 
route consistent with our bill of lading routing instructions. 
Claim is declined, the carrier stating that our routing was com- 
plete and that under section 15 of the interstate commerce act 
they were obliged to transport shipment via the complete route 
directed in the bill of lading. We contend that “Rock Island” 
is not complete routing, that this merely refers to the Chicago, 
Rock Island & Pacific Railway and does not embrace the C. R. I. 
&G. The carrier replies that this term means “system lines.” 
What are your views? 


Answer: Similar contentions were advanced by defendant 
carriers in Gulf Red Cypress Company vs. T. & N. O. R. R., 159 
IC. C. 495, but overruled by the Commission. In that case 
shipments were routed by the shipper “Texas & New Orleans, 
Southern, Norfolk & Western.” The shipments moved over 
the T. & N. O. to New Orleans, La., thence subsidiary lines of 
the Southern Railway system to a connection with the Norfolk 
& Western. A lower rate was applicable on shipments moving 
via the T. & N. O. to Shreveport, La., some diverging line from 
there to Memphis, Tenn., thence Southern Railway (proper). 
The shipper contended his shipments were misrouted, that the 
1. & N. 0. should have forwarded them via the Shreveport 
gateway. The carriers contended that the word “Southern” 
specified in the bill of lading meant “Southern Railway System” 
ad that, inasmuch as the shipments moved T. & N. O., Southern 
Railway System, and lines beyond, they had not been misrouted. 
The Commission said: 


performe: 


me. Southern” means Southern Railway, the routing was incom- 
5 carriers not specified by the shipper, namely, the N. O. & 
aed the A. G. S., were introduced and shipments were mis- 
Salou ; the word outhern’”’ is interpreted to mean Southern 
initial 5 ystem, the routing instructions were complete and the 
the carrier was under no obligation to use a carrier not named in 
'¢ routing instructions in order to protect a lower rate. 


; The Commission held that “Southern” refers only to “South- 
i Railway” and not to system lines, that the routing was 


; 


f complete and the shipments were misrouted. 


. 2 Piedmont Corporation vs. G. & N. W. R. R., 153 I. C. C. 
tlle siipments were routed by the shipper “G. & N. W., Gaines- 
- _ c/o S. A. L.” The shipments actually moved G. & 
eee G.S. & F., c/o S. A. L. The G. 8S. & F. is a Southern 
than od System line. Via the latter route the rate was higher 
Holdin aG.é& N. W., Southern Railway (proper), c/o S. A. L 
_" that shipments had been misrouted, the Commission 


The abbreviation “Sou.” is ambiguous and could mean either 


the Tailway or the system. 


PS se the shipments should have been forwarded via the 
Dlete in - ute, the routing instructions (in effect) being com- 
in this elther instance. This being correct, if the higher rate 
esis oo had been applicable via the Southern Railway 

") route and the lower via the G. & S. F. (system) route, 
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the Commission likewise would have had to say that the ship 
ments were misrouted, if the shipments had moved via the 
Southern Railway (proper) instead of the G. & S. F. route, for 
if “Sou.” can mean “System” and this system connects with 
the S. A. L., then, as it is said in the Cypress company case, 
the routing was complete, and as it is complete in either in- 
stance the carrier must forward via the cheapest complete route. 
In the Cypress company case, however, the Commission held 
that the specification of “Southern” in the bill of lading in con 
nection with the T. & N. O. (which connects with the Southern 
Railway system at New Orleans) was not complete routing. 

It is clear to us that if the Commission had taken note olf 
the Piedmont Corporation case, when deciding the Cypress com 
pany case, it could have held that, inasmuch as “Southern” 
may mean either Southern Railway proper or Southern Railway 
System lines, the T. & N. O. had properly routed the shipments 
in forwarding via a route composed of Southern Ry. System 
lines. 

If this routing was complete, then, according to the doc 
trine announced in Stebbins vs. D. L. & W., 42 I. C. C. 150, the 
T. & N. O. had no duty to select an unnamed intervening line 
for the purpose of getting shipment through at a lower rate 
and would have violated section 15 of the act if it had selected 
an unnamed line. 

See also Carney vs. Director-General, 68 I. C. C. 199, and 
Midland Linseed Products Co. vs. Director-General, 77 I. C. C. 
242, wherein it was held that the specification of “Erie” in the 
bill of lading was not complete routing and that when the car 
riers delivered the shipment to the Chicago & Erie, a line of 
the Erie Railroad System, the shipments were misrouted; also 
that where shipments moved Erie Railroad direct they were 
misrouted because the Erie Railroad, jointly with the Wabash, 
had a lower rate. 

We think the decision in the Cypress company case, and 
the other cases cited, correct, but that the Commission erred in 
holding that “Sou” can mean either Southern Railway or South- 
ern Railway System when dealing with the binding force of 
that term in routing instructions. We also agree that your ship 
ments were misrouted, and that “Rock Island,” even though 
applied in traffic parlance to both the C. R. I. & P. Railway 
proper and the system bearing that name, means only the former 
with respect to routing instructions and does not embrace sy» 
tem lines, and if the C. R. I. & P. Railway does not reach from 
origin to destination, the routing instruction is incomplete. 


Damages—Measure of—Market Value, but Not to Exceed 
Contract Price 


; New York.—Question: Last October we had a shipment ol 
ear of wheat feed from a point in Montana to a point in New 
York state. The shipment was a lake-and-rail shipment and 
covered by an order notify bill of lading. During the trans 
portation of the shipment across the lakes the vessel was 
stranded and shipment was lost. 

We presented claim to the delivering carrier for the value 
of shipment at the time of delivery, which was considerably 
more than the invoice price. The carriers referred our claim 
to their insurance brokers, who decline to recommend settle 
ment, except on basis of the invoice price, stating that the 
liability of the carriers is that of an insurer and therefore is 
limited to paying only what we were called upon to pay. 

Will you kindly give us your opinion and court references 
in support of same? 


Answer: The general rule is that, when goods delivered 
to a carrier for shipment are lost in transit, the carrier will 
be liable for the market value of the goods at the place of 
destination at the time when delivery of the goods should have 
been made, less the freight charges to the point of destination 
if they have not already been paid. Where made an issue it 
has been held that where goods were shipped in pursuance of 
a sale thereof at a stipulated. price which is less than the market 
price at destination, damages for loss or injury must be esti 
mated on the basis of the price to be received under the cor 
tract of sale. R. Co. vs. Chandler, 106 S. E. 684; R. Co. vs 
Parke, 169 S. W. 397; Mo., etc., R. Co. vs. Witherspoon, 45 
S. W. 424; Mongin vs. Dinsmore, 62 N. Y. 35, 25 Am. R. 442 


Attention is directed to the fact that the liability of steam 
ship companies is governed by the limited liability statutes of 
Congress. 

The law of limited liability, having been enacted by Com 
gress as part of the general maritime law of the United States, 
is coextensive in its operation with the whole territorial domain 
of that law, and extends to the ocean, the Great Lakes and 
rivers, and all public navigable waters of the United States 
connected therewith. 

Setcion 9 of the Uniform Bill of Lading Contract Terms and 
Conditions makes provision for the limitation of liability ac 
corded ocean carriers by the existing law, and paragraph 11 
of section 20 of the interstate commerce act provides that if 








PAGE 256 


the loss, damage, or injury occurs while the property is in the 
custody of a carrier by water, the liability of such carrier shall 
be determined by and under the laws and regulations applicable 
to transportation by water, and the liability of the initial or 
delivering carrier shall be the same as that of such carrier by 
water. 


Liability of Carrier for Concealed Loss or Damage 


Wisconsin.—Question: We will greatly appreciate your 
opinion in regard to the following: 

An L. C. L. shipment consisting of an electric refrigerator 
was received and on being unpacked was found to be damaged. 
The shipment in question had originally been shipped in a car- 
load te a warehouse point and the warehouse people reforwarded 
this shipment L. C. L. The damage is what is known as a 
concealed damage and the delivering carrier who handled the 
L. C. L. shipment contends that they are not responsible, in- 
asmuch as the shipment might have been damaged while in 
transit with the original carload. 

We have collected a great many claims on concealed dam- 
age, but the carrier in question who handled this claim contends 
that these settlements have been made voluntarily and more 
especially as a competitive situation than as a legal responsi- 
bility. 

Can you quote us any cases that have covered this question? 

Answer: From a legal standpoint, claims for concealed loss 
or damage are as valid as any other claims; the only difference 
is that in case of concealed loss or damage it is more difficult 
to establish the proof necessary to prosecute the claim. In 
erder to recover the value of goods lost or damaged under 
circumstances which bring the case within the category of a 
concealed loss or damage, the plaintiff must prove by a pre- 
ponderance of evidence that the loss or damage occurred while 
the goods were in the carriers’ possession. 

If the shipper sustains the burden of proof resting upon 
him of showing delivery to the carrier in good condition and 
of proof that the damage did not occur while the shipment was 
in the hands of the drayman or in the consignee’s warehouse, 
recovery may be had, unless the carrier can show that the 
damage resulted from a cause for the consequences of which it 
is not liable. See the following cases relating to concealed loss 
or damage which indicate what evidence is essential to a re- 
covery in such cases: Shore vs. N. Y. N. H. & H. R. R. Co., 
121 Atl. 345; John Deere Plow Co. vs. American Express Co., 
223 S. W. 488; Canfield vs. B. & O., 75 N. Y. 144; Hirsch vs. 
Hudson R. Line, 57 N. Y. S. 272; Baer vs. N. Y. C. & H.R. R,, 
144 N. Y. S. 682; Silverman vs. C. C. C. & St. L., 157 N. Y. S. 
876; Wallers vs. N. Y. C. & H. R. R. Co., 166 N. Y. S. 1083; 


Openhym et al. vs. Maine S. S. Co., 127 N. Y. S. 463; Miller — 


vs. R. R. Co., 90 N. Y. 420; 43 Am. Rep. 179; Jean Garrison & 
Co. vs. Flagg, 90 N. Y. S. 289; Thyll vs. R. R. Co., 84 N. Y. S. 
175; Ragan vs. N. Y. R. Co., 98 S. E. 860 (S. C. 1917); Edwin B. 
Stimpson Co. vs. C. B. & Q., 164 N. Y. S. 68. 

As to goods shipped from a distribution point, which have 
had a prior movement by freight, if an action is brought against 
the carrier which handled the shipment from the distributing 
point, it must be shown that the injury did not occur prior to 
the delivery to that carrier. We see no difference with respect 
to the liability of carriers for loss of or injury to such goods 
and any other shipment of goods, as, for instance, goods which 
are shipped from the point of manufacture, other than that the 
shipper may have more difficulty in showing that the goods 
were in good condition when delivered to the carrier where the 
shipper does not, by reason of the fact that the goods have not 
been unpacked subsequent to their transportation from the point 
of distribution, have positive knowledge of their condition and 
can only show this by testimony as to the condition of the 
packing, etc., and their care after having been delivered by 
the carrier which transported them from the distribution point. 


Bills of Lading 


Missouri.—Question: Please give your opinion on the fol- 
lowing: 

A carload of hay was billed shipper’s order notify to a sta- 
tion and the bill of lading attached to sight draft and sent to the 
bank at destination. The agent at destination later wired the 
shipper that the car was refused and the shipper released the 
car to another party on his bond and ordered the draft and bill 
of lading returned. When the bill of lading was returned, it was 
found that it had been taken up at the bank and surrendered 
to the railroad agent and had been canceled by the agent, then 
later returned to the consignee, who returned it to the bank. 
This appears to be an irregular transaction both by the bank 
and the railroad. Do we have any recourse for damages in 
such a case and would that recourse be against the railroad 
or the bank or both? If there have been any test cases, please 
give citations. 

Answer: Where goods are delivered to a carrier for trans- 
portation under an order notify bill of lading, unless the carrier 
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actually delivers the goods without requiring the surrenge, ,, 
the bill of lading, no liability on its part attaches. In the 
stant case, unless the notify party would accept the g ot 
carrier could not, of course, deliver them and no liabjlj 
attach to it for returning the bill of lading to the notj 
unless it had previously delivered the goods to the notify party 
Its requiring a surrender of the bill of lading before deliy ‘ 
of goods is for its own protection (Baughman ys. Southern re 
way Co., 121 S. E. 356), and unless it surrendered the Zoods 
represented by the bill of lading it has incurred no liability 4 
our opinion, in returning the bill of lading to the order notit 
party. Apparently, there was no delivery of goods to the ward 
notify party, inasmuch as you state that the goods were deli 
ered to another party on his bond and, therefore, no damag 
resulted from the transaction in so far as the carrier js om 
cerned. 
Unless the bank delivered the bill of lading to the order 
notify party without requiring payment of the draft attached 
thereto, no liability on its part exists and even though the ban; 
delivered the bill of lading to the order notify party withoy 
payment of the draft, unless the order notify party receiveg the 
goods no liability exists on the part of the bank, inasmuch q; 
it apparently recovered the bill of lading and returned it to the 
shipper. While the transaction was irregular, apparently yp 
damage resulted. ‘ 


ty would 
fy Darty, 


Bills of Lading—Color of 


Texas.—Question: We would like to have your interpret. 
tion on the following: 

Our purchasing agent in purchasing bills of lading for oy 
use called a certain agent here and asked him if it would be 
proper to use yellow bills of lading for open shipments. The 
agent advised our purchasing agent that it would be proper to 
use yellow ones. A few days later he advised the writer that 
he was wrong and that white bill of lading had to be used o 
open shipments and yellow bills of lading on shipper’s orders, 

We checked the classifications and find that white bills of 
lading are supposed to be used on open shipments and yellow 
bills of lading on shipper’s orders. Will you please advise if 
there has been ruling by the Interstate Commerce Commission 
in regard to color of bills of lading to be used, or are they used 
by colors for convenience of railroad employes? 

Answer: On page 364 of the Commission’s opinion in 
Docket 4844, Domestic Bill of Lading and Live Stock Contract, 
64 I. C. C. 357, the Commission said: 


The bill of lading and live stock contract shown as Appendixes 
D and F hereof are straight bills. In printing the forms of order 
bills appropriate changes should be made in the portion proceeding 
the conditions. The rules and regulations prescribing these forms ar 
also made and should be used for the transportation of shipments 
to points in adjacent foreign countries, including transportation in 
connection with common carriers by water in foreign commerce 
whose vessels are registered under the laws of the United States. 

The Interstate Commerce Commission has not, however, 
presrcibed the color for either the straight or order bills of 
lading and apparently the difference in color is a requirement 
of the carriers for the purpose you suggest, the language above 
set forth being deemed authority for the requirement. 


Tariff Interpretation—Nonconformity with Tariff Circular 


Pennsylvania.—Question: Referring to page 1297 of The 
Traffic World issued on November 23, I read with interest the 
Commission’s decision in No. 21672, Electric Machinery Mant: 
facturing Company vs. Soo Line et al. 

I am inclined to think that the carriers in the case met 
tioned are correct in the rate charged. To my mind, evel 
though the description N. O. I. B. N. did refer to machinery ani 
machines not otherwise indexed by name, in the Boyd Com- 
modity Tariff, electric motors are indexed by name, in the 
Consolidated Freight Classification and, inasmuch as the Car 
riers are supposed to use the classification description of art: 
cles given commodity ratings in commodity tariffs, if they 
tended the rates named, to apply on electric motors, they woul 
have so indicated. 

The tariff in question was in violation of section 4, pat 
graph I of Tariff Circular No. 20, but in accordance with rule 
16, paragraph A, line 15. and rule 6, paragraph C, we do ld 
believe the rate of $1.13% should apply. 

Perhaps you can throw some additional light on this matter. 

Answer: It is our opinion that the decision of the Col 
mission in Docket 21672, Electric Machinery Mfg. Co. vs. 
St. P. & S. S. M. Ry. Co. (mimeographed), decided November 
8, 1929, is correct, in holding that the term “N. O. I. B. % 
relates to machinery and machines not indexed by name 1 the 
commodity tariff, the application of the term N. 0. I. B » 
being limited and defined to cover only such machinery and 
machines not indexed by name in the commodity tariff a8 
rated class A in the current Western Classification and sixth 
class in the current Southern Classification. b 

The item, it is true, does not define or list the articles whic 





ge RSG8ee5 358 





these 
struc 
the n 
to s0 


1 
a 
we « 


five 





anual 95, 1930 















der of within the category of the term “machinery or machines,” 
he in violates the provisions of Tariff Circular 20. However, non- 
As the wl rmity with the tariff rules of the Commission does not 
Would a the application of rates in a tariff, if the meaning thereof 
Darty uicertainable from the terms thereof. Ennis, Brown Co. vs. 
Da ty, is 1 & Ss F. Ry. Co., 39 I. C. C. 209; Coal Operators’ Traffic 
livery “ au of St. Louis vs. R. R. Co., 41 I. C. C. 361; in the latter 


1 Rail. 


ease the Commission said: 
800ds 


gp this conclusion we have not overlooked the fact that 
ty, in In reaching respondent carriers in this matter was not in strict 
Notify oe with the Commission’s tariff rule which requires that a 
order acco! veissuing rates during a period of suspension shall be canceled 
deliy. suspended tariff subsequently becomes effective. Paragraph 
“e - i the 9 Tariff Circular 18-A, as amended. Had this rule been 
age 
. COn- 










jy) of rule © present dispute would not have arisen. The failure to 


merved, le is pertinent here, however, only in so far as such 
aserve the Sooo had the effect of making lawfully applicable a rate 


' a 
lure may that which had been inoperative by virtue of orders 
Th Commission and voluntary postponements of the carriers made 


ission’s request. In other words, the legal rate must be 
te ea from an interpretation of the tariffs actually published. 
at not find that the failure to cancel supplement No. 31 had the 
fect of continuing the rate of 52 cents in force, for that supplement 
mst be construed in connection with supplement 30. 


DETROIT SHIPPERS’ CONFERENCE 


The effect of grade separation plans on railroad traffic was 
the subject of an address to the Detroit District Shippers’ 
reta- tonference Wednesday by Major J. P. Hallihan, Rapid Transit 

commissioner. The present status of this work and some of 
our the delays that have been met were explained to the traffic men. 
d be “Until recent years, a watchman’s flag and a few flimsy 
The nites served the purpose to regulate traffic at rail crossings, 
T to pt, with the steady increase of automobile traffic, modern 
that methods must be adopted to permit the free flow of traffic 
1 on ing highways,” said he. “For several years the city has been 
lers, engaged in an uphill fight to procure the proper grade separa- 
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8 of tions at strategic points where highways carrying great volumes 
llow of traffic cross railroad rights-of-way. Certain selfish interests 
e if have urged specific projects at various times, and often these 
sion were of no value to the city as a whole.” 

seq He continued with an explanation of the present plan that 


is being considered by railroad, industrial, and city engineers. 
| in Due regard to the preservation of industrial properties, consid- 
act, eration of the railroads, both having heavy investments on the 
ast side, has required the abandonment of piece-meal plans for 
gade separations and prompted the Milwaukee Junction Manu- 
facturers’ Association, whose members are primarily interested 
ding in the project, to hire an unbiased engineer to prepare complete 
are plans for grade separations for the entire east side. 
_ “Thirty-four and sixty-one hundredths miles of railroad lie 
are within the city limits on the east side of Woodward Avenue. 

Oily 28 grade separations have been completed, and these are 
ver, along only 2.24 miles of that total distance,” said Major Halli- 
of lan. “The remaining 32 miles must be treated, and by a system 
ent of traffic headers paralleling the railroads, it is planned to pro- 
ve vide grade separations at approximately one-half mile intervals 
instead of at every intersection with the street. 

One of the big questions that has been primarily respon- 
ie ible for retarding the work, has been the division of cost and 
"hether or not viaducts or subways will be used. The expense 

° of raising the rails for the installation of subways would be 
sal likewise costly to the large industries having numerous side- 
" tacks within their properties. 

‘ W. IL. Nokely, traffic manager of the Michigan Alkali Com- 
- pany and president of the conference, explained that traffic over 
: these rails is of first-hand importance to traffic men. The con- 
struction of grade separations often has had serious effects on 
- he movement of traffic and the resultant delays are detrimental 
4 0 some of the industries depending on that service. 

The semi-annual report of activities of the 11 committees 
of the conference was given by President Nokely. This con- 
usted principally of a resume of the several activities and sub- 

that had been progressed to a satisfactory conclusion 

& the past six months. 

The chairman of the traffic-transportation committee, F. J. 
Amstrong, traffic manager of the United States Radiator Cor- 
wration, and a director of the Detroit Board of Commerce, 
— the Detroit conference with conferences in other 
' €s like St. Louis, Chicago, Buffalo, and New York. As an 
7 ‘ample of accomplishments through organizations of this char- 

» he cited meetings between committees of the conference 
se comparable committees of other city shippers’ organizations. 
X. 0 Harvey Campbell, vice-president-secretary of the Board of 
d cece implored the traffic men to consider the present 
re tre esg condition as a whole by taking the average of the past 
‘h ‘ ue Industries are jigged up for an annual rise in pro- 

ih i99h Said he, “and there is over-production in many lines. 
‘ mf 30 some decrease may be expected in business activity 
pared with the previous year. Detroit originates little 
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traffic, but the concentrated industry in the Detroit area buys 
about $1,500,000,000 worth of goods each year. To manufacture 
these raw materials, distribute and sell them in all parts of the 
United States and the whole world, as a matter of fact, is a 
tremendous job partly resting on the shoulders of traffic men.” 

Mr. Campbell said industries were moving to Detroit so 
that they would be close to their sales territory. He suggested 
an aggressive campaign to attract the traffic men of those new 
industries to the work of the shippers’ conference, and said that 
the Board of Commerce traffic-transportation department de- 
voted to the shippers of Detroit, was anxious to co-ordinate 
views and obtain unified action on questions of importance to 
traffic men. 1 

As an example of how concerted effort works to the benefit 
of the city as a whole, L. G. Macomber, director of traffic-trans- 
portation of the Board of Commerce, cited several instances 
where representation before the Interstate Commerce Commis- 
sion and other regulatory bodies had been much more effective 
because of the knowledge that he voiced the sentiment of the 
whole city instead of the Board of Commerce. 

“Recent decisions of the Commission and the important 
rate adjustment cases now pending are of vital importance to 
every traffic man in the city,” said he, “and our principal job 
is to keep Detroit on a parity with other cities with whom we 
are in competition.” 

Others at the head table were C. A. Sullivan, traffic director, 
Fisher Body Corporation; J. A. Gardner, traffic manager, Mur- 
ray Corporation of America; F. J. Diner, manager, Milwaukee 
Junction Manufacturers’ Association, and L. V. Simms, secre- 
tary of the Detroit District Shippers’ Conference. 


ATLANTIC STATES BOARD 
H. E. Stringer, president of the Hydraulic Pressed Brick 
Company, Washington, D. C., was reelected general chairman 
of the Atlantic States Shippers’ Advisory Board at the annual 
meeting at New York, January 17. E. V. Hilleary, general traffic 
manager, F. W. Woolworth Company, New York, was elected 
first alternate chairman and F. E. Paulson, vice-president, Le- 
high Portland Cement Company, Allentown, Pa., second alternate 
chairman. P. W. Moore, of the Queensborough Chamber of 
Commerce, was chosen general secretary and W. B. Einstein, 
New York, executive secretary. The next meeting of the board 

will be held at Allentown, Pa., April 2 and 3. 


NORTHWEST ADVISORY BOARD 

The seventh annual meeting of the Northwest Shippers’ 
Advisory Board will be held at Minneapolis, January 28. The 
forenoon session will be held in the mayor’s reception room 
and the luncheon and afternoon session at the Curtis Hotel. 
The executive committee will meet before the board convenes. 
Officers will be elected at the board meeting and the reports of 
the commodity committees will estimate prospective number 
of cars that will be required by the respective industries in 
the next three months and railroad representatives will report 
on condition of equipment. Summaries of what the board has 
achieved are expected to furnish the high lights of the sessions. 
A report of the work of the joint grain transportation committee 
is expected to be of particular interest. 

H. G. Taylor, manager of public relations, car service divi- 
sion, American Railway Association, will speak on “Invisible 
Monetary Value of Cooperation as Expressed by the Northwest 
Shippers’ Advisory Board.” 

Charles Donnelly, president of the Northern Pacific, will 
speak at the luncheon. 


KEEPING TARIFF FILES 


Editor The Traffic World: 

In Article No. 25, of my series on the subject of freight 
tariffs, published in The Traffic World of January 11, I discussed 
methods of keeping tariff files up to date, but inadvertently 
failed to mention what is, perhaps, the most simple and effec- 
tive method of all—that of checking new tariffs as abstracted 
in The Traffic Bulletin, published weekly, and The Daily Traffic 
World and Traffic Bulletin, published daily, by the Traffic Serv- 
ice Corporation, Chicago. These publications print, among 
other things, digests of abstracts of all tariffs as soon as filed 
with the Interstate Commerce Commission, and the traffic de- 
partment, seeking to keep its tariff files up to date, has only 
to check these abstracts and then procure from the railroads 
such tariffs as it has not received and are of interest to it. 
The same thing is true with respect to Shipping Board tariffs 
and express tariffs. In fact, these publications print every avail- 
able piece of information in the whole process of tariff develop- 
ment from the time when the railroad rate committees propose 
rate changes to the time when the proposed changes either 
take form in tariffs or are dropped. 

Philadelphia, Pa., Jan. 18, 1980. G. Lloyd Wilson. 
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No. 22716. Sub. No. 1. Diamond A Cattle Co., Roswell, N. M., vs. 
Santa Fe et al. 

Unreasonable charges, range or stocker feeder cattle, Lake 
Arthur, N. M., to Hoehne’s, Colo. Asks rates for future and 
reparation. 

No. 22781. Sub. No. 26. Colley Woods Co., Inc., Boston, Mass., vs. 
c.f Ww. ©. et al. 

Unreasonable rates, vegetables, South Carolina points to Boston, 
Mass. Asks reparation. ; 

No. 22850. Sub. No. 1. Armour and Co., Chicago, Ill., vs. A. & V. et al. 

Unreasonable rates, butter and eggs, straight or mixed car- 
loads, points in southern classification territory to points in 
southern and eastern states. Asks rates for future. 

No. 22930. Sub. No. 1. Artificial Ice & Coal Co. et al., North Platte, 
Neb., vs. Santa Fe et al. 

Unreasonable rates and charges, coal, points in Colorado and 
New Mexico to points in Nebraska. Ask rates for future and 
reparation. 

No. 23001. The Corega Chemical Co., Cleveland, O., vs. A. C. L. et al. 

Unreasonable rates and charges, dental adhesive powder, Cleve- 
land, O., to Tampa, Fla., Meridian, Miss., New Orleans, La., 
Memphis and Johnstown City, Tenn. Asks reparation. 

No. 23002. The Federal Foundry Supply Co., Cleveland, O., vs. Penn- 
sylvania et al. 

Charges in violation sections 1 and 3 of act, coal tar pitch, 
Cleveland, O., Charleroi, Pa., and Chicago, Ill., to destinations in 
a classification territory. Asks rates for future and repara- 
tion. 

No. b yen Feed & Milling Co., Kansas City, Mo., vs. Santa 

e et al. 

Seeks reparation on allegation that routing instructions as to 
earload of blackstrap molasses, New Orleans to Kansas City, 
were not complied with, in violation of section 15 (8) of act. 

No. 23004. American Fruit Growers, Inc., of Illinois et al., Chicago, 
Ill., vs. A. G. S. et al. 

Rates or charges in violation sections 1, 4 or 6 of act, vegetables, 
points in Florida to destinations in New England, eastern trunk 
line, central freight association, southeastern, Mississippi Valley, 
Illinois freight territories. Ask rates for future and reparation. 

No. — Robert Morton Organ Co., Van Nuys, Calif., vs. A. G. S. 
et al. 

Rates and charges in violation sections 1 and 3 of act, pipe 
organs, Van Nuys, Calif., to various interstate destinations. €6ém- 
petitors at North Tonawanda, N. Y., Brattleboro, Vt., Chicago, 
Nl., St. Louis, Mo., Hagerstown, Md., Hartford, Conn., and Bos- 
ton, Mass., preferred. Asks rates for future and reparation. 

No. _" —_— Metals Corporation, New York, N. Y., vs. Mo. 
ac. et al. 

Unreasonable rates and charges, junk metal, Montrose, Colo., 
to St. Louis, Mo. Ask rates for future and reparation. 

No. eo Hansen Packing Co., Butte, Mont., vs. C. M. St. P. & P. 
et al. 

Rates in violation sections 1, 3, 4 and 6 of act, hogs, points in 
the Dakotas to Butte, Mont., and from Sioux City, Ia., and St. 
Paul, Minn., to Butte. Competitors at St. Paul and Duluth, Minn., 
Chicago, Ill., Sioux City, Ia., and Omaha, Neb., preferred. Asks 
rates for futre and reparation. 


No. — The Winnsboro Granite Corporation, Rockton, S. C., vs. 
outhern. 

Alleges violation of sections 1 and 3 of act by defendant on 
account of refusal to perform transportation service between 
Anderson Quarry or Rion, S. C., and Rockton, S. C., or in lieu 
thereof to pay complainant reasonable compensation therefor. 
Asks relief for future and reparation. 


No. 23009. The Washington Building Lime Co. et al., Baltimore, Md., 
vs. B. & O. et al. 
Unreasonable rates, cement, Martinsburg, W. Va., to destinations 
in Pennsylvania and Maryland. Ask reparation. 


No. 23010. Runnells Lumber Co., Walton, N. Y., vs. B. & M. et al. 
Rates and charges in violation sections 1 and 4 of act, lumber, 
Corbett, N. Y., to Wakefield, Mass. Asks rates for future and 
reparation. 


No. 23011. Perrine Armstrong Co. et al., Fort Wayne, Ind., vs. N. Y. 
Cc. & St. L. et al. 
Rates in violation sections 1, 3 and 4 of act, lumber, Bluffton, 
O., and northern Indiana points to points in Wisconsin and Minne- 
sota. Rates from St. Louis and points in Illinois, Iowa and Mis- 
souri to St. Paul, Minn., lower than those under attack; also that 
St. Louis basis to Minneapolis applies from western Indiana points 
in violation of section 3. Ask rates for future and reparation. 
No. 23012. Southern Cotton Oil Co. et al., New Orleans, La., vs. 
East Jersey Railroad & Terminal et al. 
Rates and charges in violation sections 1 and 4 of act, lard 
substitute, Bayonne, N. J., tc Lawrence, Mass., and Fall River, 
Mass. Ask reparation. 


No. 23013. Old Ben Coal Corporation, Chicago, IIl., vs. Virginian et al. 

Rates and charges in violation section 6 of act, coal, Glen Rogers, 
W. Va., to Chicago, Ill., reconsigned to Richland Center, Wis., 
and hauled back to Madison, Wis., without authority of complain- 
ant or consignee. Asks reparation. 

No. 23014. Tulsa Paper Co. et al., Tulsa, Okla., vs. Santa Fe et al. 

Unreasonable rates, wire garment hangers, Chicago and Gale- 
wood, Ill., to Tulsa, Okla. Ask rates for future and reparation. 

No. 23015. American Sumatra Tobacco Corporation, New York, N. Y. 
vs. A. C. L. et al. 

Rates and charges in violation sections 1 and 6 of act, unmanu- 
factured leaf tobacco, Amsterdam, Ga., and Quincy, Fla., to York, 
Pa. Asks rates for future and reparation. 

No. F gy = Paso Freight Bureau et al., El Paso, Tex., vs. Santa 

e et al. 

Unreasonable rates, potatoes, points in Colorado to points in 
New Mexico. Ask rates for future and reparaion. 

No. 23017. The Joseph Schoenthal Co., Columbus, O., vs. Pennsylvania. 

Unreasonable charges, scrap iron, Muskegon, Mich., to Kokomo, 
Ind. Asks rates for future and reparation. 
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No. 23019. Terre Haute (Ind.) Chamber of Commer 


No. 23021. The Wickes Boiler Co., Saginaw, Mich. 


No. 23022, Louisiana Oil Refining Corporation, Shreveport, La., vs, 7 
No. 23023. Blakely Wholesale Co. et al., Blakely, Ga., vs. Ag 5 


No. 23024. State of New Hampshire vs. B. & O. et al. 


No. 23025. Southard Feed & Milling Co., Kansas City, Mo., vs. C.& 


No. 23027. Republic Creosoting Co., Indianapolis, Ind., vs. Cam 
No. 23028. Florida Machine & Foundry Co., Inc., Jacksonville, Fi, 
No. 23029. Welch Flour & Produce Co., Welch, W. Va., vs. N. ¥6 


No. 23030. West Virginia Brick Co., Charleston, W. Va., vs. Asheville 


o. 23031. Farmers’ Cooperative Association, Memphis, Neb., et a 


No. 23034. The American Electric Switch Corporation, Minerva, 0, 


No. 23038. Cut Stone Contractors’ Association of Chicago et al. 
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Darling & Co., Chicago, Ill., vs. Illinois 

Rates and charges in violation sections 1 and fe et al 
acid, Chicago to Memphis, Tenn., New Orleans, La. Nate Steary 5 
North Baton Rouge, La., Gulfport, Miss., Jackson Tew Mise, 
Vicksburg, Miss. Producers of stearines preferred. Ask enn, anf 

future. 8 Tates for 


os al. ; : ! ce et al. vs By 
arges in violation sections 1, 3 and 4 of the 
cific, Mo., to Terre Haute, Ind., as compared with ‘rates ny 


points in Indiana and Illinois. Asks rates for fu 
tion. ture and repan, 





No. 23020. Saginaw Fruit Co., Saginaw, Mich., vs. Ann Arbor et 


Rates in violation sections 1 and 3 of act, bananas Ne 
and Philadelphia to Saginaw, Mich., as compared with rate, York 
the Virginia Cities and south Atlantic coast points, ide from 
for future and reparation. Tates 


| poncihes: 


» Wa 
& P. et al. SC. M. St p 


Rate in violation sections 1, 3 and 6 of act, boilers Sagi 
Mich., to Hartford, Wis., as compared with rates from son" 
to other points in the same general territory. Asks rates ps 
ture and reparation. Thy. 
































& P. et al. 

Rates in violation sections 1 and 6 of act, crude petroley 
producing and shipping points on T. & P. in west Texag to Oy 
Center, La. Asks cease and desist order and reparation, 


et al. 

Unreasonable rates, salt, Jefferson Island, and other Lo 
points to points in Alabama and Georgia. Ask rates for future 
and reparation. 


Unreasonable rates, bituminous coal, points in Pen 
= West Virginia to points in New Hampshire. Asks Tates for 
uture. 


A. et al. 
Seeks reparation for misrouting of carload blackstrap molasses, 
New Orleans, La., to Kansas City, Mo. 


No. 23026. The Brick Manufacturers’ Association et al., Philadelphia 


Pa., vs. Atlantic City R. R. et al. 
Rates in violation sections 1 and 3 of act, common brick, 

in Pennsylvania and New Jersey to points in Pennsylvania 

ware, Maryland, New Jersey and New York. Common brick, 

loaded at random, without protection, preferred, and 

brick, tiered without protection, prejudiced. Ask rates for futur 


Prairie et al. 
Unreasonable rates, creosote oil in tank cars, Quendall, Wash, 

and Ironton, Utah, to Idaho, Oregon, Washington and British 

Columbia points. Asks rates for future and reparation. 


va, &. A. ke 8 OL 

Rates in violation first four sections of act, sand, Howard, Ga, 
to Jacksonville, Fla., as compared with rates from Montgomery 
and Birmingham, Ala. Asks reparation. 


et al. 

Rates in violation sections 1 and 4 of act, cabbage from Crockett, 
N. Y., and apples, from Barker, N. Y., to Welch, W. V. Asi 
rates for future and reparation. 


Southern et al. 

Rates in violation sections 1 and 3 of act, brick and/or articles 
taking same rates, Barlow, W. Va., and Oak Hill, O., to pointsis 
the Carolinas. Charleston and points in southeastern territey 
preferred. Asks rates for future and reparation. 


vs. Arkansas Valley Interurban et al. 

Rates in violation sections 1, 3, 4 and 15 of act, salt, Lyons, 
Hutchinson and other Kansas points to points in Nebraska ani 
South Dakota. Ask rates for future and reparation. 


No. 23031. Sub. No. 1. J. W. Hicks Produce Co., Ainsworth, Neb, 


et al. vs. Same et al. 
Same complaint and prayer as to salt to Nebraska points. 


No. 23032. Louisville Water Co., Louisville, Ky., vs. B. & 0. et al. 


Switching rates and charges in violation sections 1 and 6 0 \ 
act, chlorine liquefied compressed gas in steel cylinders, Niagar Al 
a N. Y., to Louisville, Ky. Asks rates for future and rep fr 
aration. 


No. 23033. The Loudon Packing Co., Terre Haute, Ind, vs. M. && 


L. et al. P 
Unreasonable rates, tomato pulp, Marshalltown, Ia., to Terre 
Haute, Ind. Asks reparation. 


ff? = 


vs. Ann Arbor et al. . 
Rates and charges in violation sections 1 and 6 of act, electré 

safety switches between Minerva, O., and points in official, wes W 

ern and southern classification territories. Asks rates for futut 

and reparation. 


o. 23035. American Sumatra Tobacco Corporation, Atlanta, Gé., % 


L. & N. et al. . lu 
Rates and charges in violation sections 1 and 4 of act, -_— 
New Orleans, La., to Faceville, Ga. Asks rates and weights h 
future and reparation. i 
No. 22086. Bluefield Produce & Provision Co., Bluefield, W. V4. " th 
2S. et al. se, 
Unreasonable rates, tomatoes, Zolfo Springs, Fla., celery, r 
sons, Fla., and beans, Reddick, Fla., to Bluefield, W. Va. : : 
rates for future and reparation. - &0 I 
No. 4 West Virginia Brick Co., Charleston, W. Va., V5. B. 
et al. F 
Rates and charges in violation sections 1 and 6 of act, brick t 


Barlow, W. Va., to Harlem Terminal, N. Y. Asks cease and desis 
order and reparation. 





Cc. I. & L. et al. Bedfori 
Rates in violation sections 1 and 3 of act, rough stone, aresstl 


Ind., district to Chicago, Ill., in comparison with rates on tion. 
stone between same points. Asks rates for future and reparen 


No. 23039. John Schroeder Lumber Co., Milwaukee, Wis., V8. 


Y. et al. 
Rates in violation sections 1, 3, 4 and 6 of act, lumber, Ashisst 
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The ever more efficient handling of cars 
in the Pennsylvania’s great classification 
yards helps to ensure more and more on 


time dependability in freight transpor- 
tation—with the result that new oppor- 
tunities for increased economies are seen 


every day by Industrial Traffic Managers. 
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of the Industrial ‘lraffic Manager 


, 


| beg entire machinery of distribu- 
tion has been revolutionized in 
America since the War. Improved 
freight service—such as is offered by the 
Pennsylvania’s famous fleet of “Freight 
Limiteds” —has been utilized to cut 
inventories, speed turnover, perfect a 
whole new conception of distribution. 


In the accomplishment of this revo- 
lution, Industrial Traffic Managers 
have played an important part. For 
these transportation experts are able to 
realize fully the business value of each 
mprovement in railroad service—and 
to lose no time in capitalizing it. 


The Pennsylvania has always closely 
cooperated with the Industrial Traffic 
Manager—furnishing him accurate 
schedules, on time arrival, dependable 
“passing reports.” 

The Pennsylvania believes that such 
dependable on time service as is offered 
by its own “Limiteds of the Freight 
Service” today can be made ever more 
profitable to shipper and consignee. 
New opportunities for economies are 
opening up every day... 

And upon the Industrial Traffic Man- 
ager depends in large measure the real- 
ization of this promise for the future. 





FAVORITES OF THE INDUS- 
TRIAL TRAFFIC MANAGER 


These Pennsylvania ‘‘Limiteds of 
the Freight Service’’ are noted for 
their on time dependability. 


FLYING CLOUD 
Merchandise 
Buffalo to Pittsburgh 


THE MASCOT 
Perishable Freight 
Chicago to Pittsburgh 


THE PREMIER 
Live Stock 
Pittsburgh to Seaboard Cities 


THE PURPLE EMPEROR 
Perishable—Merchandise 
Norfolk and Baltimore 
to Buffalo 


THE HOME RUN 
Empty Refrigerator and Tank Cars 
Seaboard Cities to Chicago 
THE NORTH STAR 


Perishable—Merchandise 
Pittsburgh to Buffalo 


PENNSYLVANIA RAILROAD 


Carries more passengers, hauls more freight than any other railroad in America 
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Wis., to points in Michigan and Ohio, as compared with rates 
— Drummond, Wis. Asks cease and desist order and repara- 
tion. 

. 23040. New Jersey Traffic Advisory Committee, Jersey City, N. 
J., vs. N. Y. C. et al. 

Rates and charges in violation first three sections of act, goods 
to and from points in New Jersey for rail origin or delivery on 
one hand, to and from points in official classification territory, 
to, from and through Galveston and Houston, Tex., New Orleans, 
La., and Savannah, Ga., and points in New England and other 
points on the other hand. Shippers to and from Baltimore, Phila- 
delphia and New York preferred. Asks rates for future. 


. 23041. Tulsa County Coal Co. et al., Tulsa, Okla., vs. Santa 
Fe et al. 

Rates in violation sections 1 and 3 of act, coal, points in the 
Tulsa group in Oklahoma to Salina, Kan. Competitors in Kansas 
and Arkansas groups preferred. Ask rates for future. 


. 23042. : one B. Wright et al., Deeth, Nev., vs. Oregon Short 
Line et al. 

Unreasonable rates and charges, second-hand sheet steel inter- 
locking piling, Black Canyon, Ida., to Natchez, Nev. Ask cease 
and desist order and reparation, 

. 23043. Russell Fortune, Inc., et al., Indianapolis, Ind., vs. B. & O. 
et al. 

Unreasonable rates and charges, logs, ex-vessel, New York and 
other New York points, Weehawken, N. J., Baltimore, Md., Phila- 
delphia, Pa., Montreal, Que., and Norfolk, Va., to Indianapolis, 
Ind. Ask rates for future and reparation. 

. 23044. Blue Ridge Glass Corporation, Kingsport, Tenn., vs. A. 
& B. B. et al. 

Rates in violation sections 1 and 3 of act, glass, Kingsport, Tenn., 
to points in Illinois, Indiana, Michigan, Ohio, Pennsylvania, Wis- 
consin and Minnesota, as compared with rates from competitors’ 
plants in Pennsylvania, West Virginia, Illinois, Missouri, Oklahoma 
and Indiana. Asks rates for future. 

. 23045. Traffic Bureau, Keokuk (Ia.) Chamber of Commerce vs. 
Santa Fe et al. 

Rates in violation first three sections of act, classes and com- 
modities, Keokuk, Ia., to points in Kansas. Alleges Quincy, IIl., 
St. Louis, Mo., and other points preferred. Asks rates for future. 


. 23046. Roland G. Hill et al., Bakersfield, Calif., vs. Santa Fe et al. 
Unreasonable rates and charges, feeder cattle, Utah and Nevada 
points to Bakersfield and other California points. Ask rates for 
future and reparation. 
. 23047. Farmers Elevator Co. et al., Chappell, Neb., vs. C. B. & Q. 
et al. 
Unreasonable rates and charges, petroleum products, Casper, 
Glen Rock, Parco and Laramie, Wyo., to points in Nebraska. 
Asks rates for future and reparation. 


COMMISSION PRACTITIONERS 


The fellowing have been admitted to practice before the 
Commissicu: Forrest Acton, Decatur, Ill.; Henry W. Anderson, 
Richmond, Va.; J. A. Atkins, Sand Springs, Okla.; Irwin Charles 
Bailey, Boston, Mass.; Herldon Bowen, Chicago, Ill.; H. F. C. 
Brown, Racine, Wis.; Vincent P. Brown, St. Paul, Minn.; Wil- 
liam D. Buckley, New York, N. Y.; Wilbert F. Callahan, Chicago, 
Ill.; J. N. Campbell, Shreveport, La.; Lawrence D. Chaffee, New 
Orleans, La.; Ethel K. Childers, Arkansas City, Kan.; Harold F. 
Cholet, Jefferson City, Mo.; John F. Coupin, Oakland, Calif.; 
Irvin G. Craig, Richmond, Va.; Harry C. Crawford, Bethlehem, 
Pa.; Homer W. Davis, Chicago, Ill.; H. E. Dean, Toledo, Ohio; 
William I. Denning, Washington, D. C.; James P. Dervin, New 
York, N. Y.; George P. Dugan, Dayton, Ohio; Joseph V. Dunne, 
St. Louis, Mo.; Nicholas J. Edwards, New York, N. Y.; Fred- 
erick P. Ellsworth, Chicago, Ill.; Charles Louis Eyanson, Hart- 
ford, Conn.; E. T. Foote, Hutchinson, Kan.; Daniel R. Forbes, 
Washington, D. C.; Thomas B. Gay, Richmond, Va.; David E. 
Gelatt, New York, N. Y.; Oscar Gibbons, Alturas, Calif.; Daniel 
J. Gross, Omaha, Neb.; Charles L. Guest, West Springfield, 
Mass.; George L. Hilliard, Jamestown, N. Y.; John L. Hogan, 
Abilene, Kan.; H. N. Holdren, Pittsburgh, Pa.; Albert L. Hop- 
kins, Chicago, Ill.; Hugh A. Hoym, Chicago, Ill.; Alfred Huger, 
Charleston, S. C.; Spencer E. Hughes, New York, N. Y.; George 
J. Jermanus, Detroit, Mich.; John C. Keller, Evansville, Ind.; 
George B. King, Spokane, Wash.; L. W. Kutz, Chicago, IIl.; 
John M. Lexcen, Sidney, Mont.; Edward J. Longden, New York, 
N. Y.; Arthur A. Lutz, Chicago, Ill.; U. S. McIntyre, Memphis, 
Tenn.; James J. Marren, Washington, D. C.; Robert C. Mun- 
holland, San Francisco, Calif.; Lawrence V. Nickl, New York, 
N. Y.; A. W. Norblad, Salem, Ore.; Forrest A. Pontious, Chicago, 
Ill.; Alfred E. Reed, Pensacola, Fla.; Samuel G. Ritchie, Chi- 
cago, lll.; Wm. F. Seeker, Jefferson City, Mo.; George F. Tally, 
Chicago, Ill.; Edward J. Welch, New York, N. Y.; Omar R. 
Worthington, Hillsdale, Mich.; Arthur H. Zirckel, Pittsburgh, Pa. 


TRAFFIC MANAGEMENT SURVEY 
(Domestic Commerce, Department of Commerce) 

One firm reporting to the transportation division in con- 
nection with its industrial traffic management survey requests 
regular customers to send in, at stated intervals, their freight 
bills on f. o. b. factory purchases for auditing by the company’s 
traffic department. A careful check of these bills against the 
original orders assures the customers receiving the benefit of 
the lowest classification applicable to the firm’s products, which 
is reported an important factor in building good will. 
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DOINGS OF THE TRAFFIC CLupg 


The program for the annual convention of the Associ 
Traffic Clubs of America, now set for April 23 and 24 oy 
cinnati, is in course of preparation. Ernest I. Lewis ‘eeke 
of the Interstate Commerce Commission, and President W. 
Cole, of the Louisville and Nashville Railroad, will be 44 
speakers at the opening session, on the subject of railroad a 
uation, Commissioner Lewis devoting his remarks to historia 
and administrative aspects of the matter. At the afternog 
session the first day Charles E. Cotterill, of Atlanta, ga vl 
talk on political rate making. At the dinner in the evenjp, th 
speakers will be W. W. Atterbury, president of the Pennsylvanig 
Railroad; T. R. Dahl, vice-president of the White Company, ané 
Myers Cooper, governor of Ohio. The second day wij] be de. 
voted largely to business of the association, including election 
of officers and committee reports, but there will be an address 
on the functions of the traffic club by Dr. E. S. Barney, seers 
tary and passenger agent of the Hudson River Day Line, _ 


The annual dinner of the Traffic Club of Newark will 
given at the Elks’ Club February 6. The dinner committee hy 
arranged for a speaker and a program of high-class enter. 
tainment. 


Elaborate plans have been made 
for the annual dinner of the Traffic 
and Transportation Association of 
Pittsburgh, to be given at the William 
Penn Hotel January 30. Clem W. Gott- 
schalk, the president, will preside over 
the dinner and program of speaking to 
follow. The principal address will be 
made by John M. Fitzgerald, assistant 
to the chairman, committee on public 
relations, eastern railroads. In addi- 
tion “Count Felix Von Luckner, famous 
Sea Devil,” will provide humor. Harry 
A. Estep will be toastmaster. The ac- 
companying picture is of President 
Gottschalk. 


The El Paso Traffic Club elected the following officers 
January 6: President, J. R. Dalby, district passenger agett, 
Texas and Pacific; first vice-president, F. W. Greuling, traffic 
manager, Western Purchasing Company; second vice-president, 
J. B. Sauer, traffic representative, Missouri Pacific; third vice 
president, M. H. Carr, manager, City Service Company; secit 
tary-treasurer, F. C. Tockle, traffic manager, El Paso Sash and 
Door Company; directors, E. F. Anderson, assistant freight claim 
agent, Southern Pacific; W. C. Long, general agent, Railway 
Express Agency, and J. H. Pierson, traffic manager, Momsel, 
Dunnegan and Ryan Company. The annual banquet, which was 
set for January 13, has been postponed to January 25, and wil 
be held at the Toltec Club. 


The eighth annual dinner of the Traffic Club of Kans 
City was held at the Hotel President January 23. L. C. Sorrell 
University of Chicago, and J. M. Fitzgerald, Committee on Pub 
lic Relations, Eastern Railroads, were the principal speakers. 
(Report of Mr. Fitzgerald’s address elsewhere in this issue) 
The weekly luncheon of January 20 was canceled, as has been 
that for January 27. New officers of the club are as follows: 
President, A. C. Burrows, general agent, passenger departmett, 
New York Central; first vice-president, R. E. Crowley, assistatt 
traffic manager, Colgate-Palmolive-Peet Company; second vitt 
president, J. S. Adsit, general southwestern agent, C. M. St. P.&P; 
secretary-treasurer, A. A. Luttrell, traffic agent, C. & A.; dire 
tors, L. L. Minor, traffic manager, Cudahy Packing Compal; 
W. M. McLean, district traffic manager, Corn Products Refining 
Company; H. F. Kleine, general agent, Denver and Rio @ we 
Western; G. B. Wood, freight traffic manager, Kansas it} 
Southern; E. C. Ferguson, traffic manager, Central Coal até 
Coke Company; J. E. Johnston, traffic manager, Southwestem 
Lumbermen’s Association; F. E. Wall, general agent, Ft. Smi 
and a and Julian Nance, general freight agent, U 
Pacific. 


The following officers were elected January 21 at the nisl 
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The two finest trains in the World 


NORTH WESTERN 
LIMITED 


CHICAGO -_ ST. PAUL MINNEAPOLIS 
leave Chicago daily . .. . . 6:30p.m. 


CorRN KING 
LIMITED 


CHICAGO - OMAHA SIOUX CITY 
leave Chicago daily . . . . . 6:05p.m. 


are equipped with Hyatt quiet Roller Bearings 


The Widest Range of Passenger Service 
Ever Offered 


including 18 fine, fast trains daily between Chicago 
and Omaha—6 splendid trains daily between Chicago 
and St. Paul-Minneapolis. 


Unsurpassed Freight Service 
for Shippers Everywhere 


Chicago & North Western Ry. has completed vast im- 
provements to facilitate the handling of freight traffic. 
The Proviso Yard—a $16,000,000 project—and fts new 
$750,000 electrically operated hump and classification 
yard; and the splendid new West Chicago Stock Yards, 
are but a few of the vast modern facilities which offer 
proof of “North Western's’ determination to provide 

“the Best of Everything’ in its 

freight as in its passenger service. 


SHIP AND TRAVEL 
VIA 


NorTHWesrERN 


the best of everything in the best of the west? RAILWAY 
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SHIPPERS... TRAFFIC MEN 


Write Today 
for copy of the 


PORT 
BOOK 


It Is FREE 


THS book is right up to the 
minute and contains infor- 
mation vital to every shipper, 
and especially to those having 
goods moving in or out of 
the Great Southwest Trade 
Empire. 

The Houston Port Book, just 
off the press, fully explains 
facts pertaining to the 


PORT OF HOUSTON 


and should be in your files 
for ready reference. 


The Houston Port Boox is FREE 
—send for your copy NOW! 


Address: 


DIRECTOR of the PORT 


5th Floor, Courthouse 


HOUSTON TEXAS 
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annual election of the Transportation Club of St. Paul: Presi- 
dent, A. A. Connel, traffic manager, Waldorf Paper Products 
Company; first vice-president, M. M. Goodsill, general passenger 
agent, Northern Pacific; second vice-president, Wayne E. But- 
terbaugh, professor of transportation, University of Minnesota; 
treasurer, Guy E. Dailey, assistant vice-president, American 
National Bank; secretary, Charles A. Liggett, service agent, 
St. Paul Association of Commerce; directors (two years), Basil 
L. Nelson, division purchasing agent, Northern States Power 
Company; M. W. Howell, traffic manager, W. A. Murphy; H. R. 
Groshau, assistant freight claim agent, Chicago and Northwest- 
ern. The retiring president, C. K. Landes, assistant general 
freight agent, Soo Line, becomes chairman of the executive 
committee, and the following directors have one year yet to 
serve: R. L. McDonald, general agent, Great Lakes Transit 
Corporation; R. M. Stubbs, general agent, Grand Trunk-Cana- 
dian National, and W. D. Peachey, traffic manager, Montgomery 
Ward and Company. 





On January 30, the Traffic Club of New York will hold its 
monthly meeting at the Park Central Hotel. Charles Sherman 
(Casey) Jones, president of Curtis Flying Service, Inc., will 
speak on “Present and Future Commercial Aviation.” Moving 
pictures dealing with aviation will be shown and dinner will 
be served. 





The annual banquet of the Birmingham Traffic and Trans- 
portation Club, at the Tutwiler Hotel February 8, will be dedi- 
cated to the success of the airport bond issue and will be largely 
devoted to promotion of aviation. A number of aviation officials 
will be guests. Major Imrie, humorist, will speak. The “booster” 
campaign committee will present a program over radio station 
WAPI from 5 to 5:30 p. m. January 28. The “booster” ticket 
is headed by J. E. Springer, assistant traffic manager, Frisco, 
candidate for president. Other candidates on the ticket are 
as follows: First vice-president, R. C. Reid, superintendent, 
Alabama Great Southern; second vice-president, L. T. Thoman, 
district freight and passenger agent, Missouri, Kansas and 
Texas; governors, J. B. Norman, soliciting agent, Illinois Cen- 
tral-Central of Georgia; H. E. Parker, general superintendent, 
Birmingham Southern; J. Fred Carey, commercial agent, G. M. 
& N.-N. O. G. & N.; A. W. Vogtle, traffic manager, DeBardele- 
ben Coal Corporation; R. A. Leake, chief engineer, Big Sandy 
Coal and Iron Company; W. D. Sanky, traffic manager, Lone 
Star Portland Cement Company; J. J. Cowan, secretary, Harris 
Transfer and Warehouse Company; L. A. Brooks, sales man- 
ager, Cosby-Hodges Manufacturing Company, and Asa Roun- 
tree, publisher, the Dixie Manufacturer. 





The Traffic Club of St. Louis held a luncheon at the New 
Jefferson Hotel January 20, at which George B. Vilas, general 
manager, C. & N. W., displayed pictures of the Proviso yards 
of that company. 





The Northern Pacific will provide a program of entertain- 
ment at the annual meeting of the Junior Traffic Club of Chi- 
cago at the Palmer House February 6. Officers will be elected. 
The nominating committee has presented the following ticket: 
President, Edwin M. Strook, Spencer Petroleum Company; 
vice-president, Ralph Neuses, C. M. St. P. & P.; secretary, 
J. E. Paulan, Acme Steel Company; treasurer, Henry 
W. Coffman, New York Central; directors, George W. Shafer, 
International Harvester Company; Lyle R. Luth, Boston & 
Maine, and George W. Amey, Grand Trunk. On February 1, the 
club will play a game of basket ball at White City with em- 
ployes of the Big Four at Cincinnati. Some 200 rooters are 
expected to make the trip from Cincinnati. 





At the annual meeting of the Tri-City Traffic Club at the 
Fort Armstrong Hotel, Rock Island, the following officers were 
elected: President, C. L. Ruppert, superintendent, Illinois divi- 
sion, C. R. I. & P., Rock Island, Ill.; vice-president, H. L. Freed, 
agent, C. B. & Q., Moline, I1l.; Don McLeod, traffic manager, 
Illinois Oil Company, Rock Island; R. A. Webster, district freight 
agent, Nickel Plate, Davenport, Ia.; secretary and treasurer, 
A. J. Christiansen, traffic manager, Moline Association of Com- 
merce; directors, H. J. Schroeder, assistant traffic manager, 
Deere and Company, Moline; George J. Lee, traffic manager, 
Rock Island Sash and Door Works; J. C. Taylor, assistant traffic 
manager, Bettendorf Company, Davenport. 





The Traffic Club of the Brooklyn Chamber of Commerce 
held its monthly meeting at the Elks’ Club January 16. The 
meeting was called to order by the president, Louis Harber, 
traffic manager, U. S. Printing and Lithographing Company. 
The speakers were H. L. Kenyon, of the Brooklyn Chamber of 
Commerce, and C. S. Haight, of Haight, Smith, Griffin and 
Deming. Their subject was “Port Development.” After the 
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meeting the entertainment committee presented 
artists. 





Well-know, 





The speaker at the annual dinner of the Cincinnatj Tr 
Club at the Cincinnati Club February 12 will be R. R. Dey 
vice-president and general manager, Procter and Gamble ~ 
pany. Russell Wilson, of Cincinnati, will be toastmasi. 
Officers will be elected January 25. R. C. Barnard “ee 
agent and superintendent, Pennsylvania, is unopposed can didn 
for president. ate 





The Oklahoma City Traffic Club held a luncheo 
Hotel Skirvin January 20. 
W. A. Springall. 


° n at 
The entertainment was arranged pp 





Major W. W. Griffen was the speaker at a meeting of the 
New Orleans Traffic Club, designated “United States Shippin 
Board Day,” January 21. H. Van R. Chase, genera] Manager 
Association of Commerce, will be the speaker at a Meeting 
February 4. . 





The eighth annual dinner of the Miami Valley Traffic cj 
will be given at the Miami Hotel, Dayton, O., February 4 
William G. Pickrel, president of the Ohio Bar Association ayj 
former lieutenant-governor of the state, will be the speake 
W. S. Robinson, general manager, the McCall Company, yj 
be toastmaster. 





The annual dinner of the Traffic Club of the Rocheste 
Chamber of Commerce will be given January 28. John D. Wels 
poet, journalist and humorist, will be the speaker. “The Trafic 
Managers’ Revue” will be presented by a cast of thirty. Dane. 
ing will follow the revue. 

The Worcester Traffic Association will hold its eleven, 
annual banquet at the Hotel Bancroft January 30. The principal 
speaker will be E. G. Buckland, chairman of the board of i. 
rectors of the N. Y. N. H. & H. James F. Healy, postmaster 
of Worcester, will be toastmaster. Mayor O’Hara, Senators 
Walsh and Gillette, Congressman Stobbs and Samuel H. Winslov, 
chairman of the United States Board of Mediation, will be special 
guests. ; 





The second golf tournament under handicap rules covering 
this year’s play, for which prizes have been announced, was 
held by the Los Angeles Transportation Club at the Potrero 
Country Club January 23. 





Attendance at the annual “stag” banquet of the Omaha Tri- 
fic Club at the Paxton Hotel January 15 consisted of 198 men and 
2 women. The latter were Miss Ellen Raymond, of Chicago, 
general agent, Green Bay and Western, and Miss Helene Geilus, 
daughter of Dan Geilus, president of the club, who went along 
with Miss Raymond to provide company. C. E. Childe, trafic 
commission, Omaha Chamber of Commerce, was the principal 
speaker and John E. Curtis, of the Nebraska commission, was 
toastmaster. The normal “stag” condition was achieved {ol 
lowing the dinner and speeches, through the withdrawal of the 
two ladies. 


CONDITION OF EQUIPMENT 


The railroads on January 1 established a new low recori 
for recent years in the number of freight cars in need of repair 
according to the car service division of the American Railway 
Association. On that date there were 118,807 cars in need of 
repair, or 5.4 per cent of the number on line, a reduction of 
3,745 cars under the best previous low record, established 0 
December 15, 1929, when there were 122,552 cars, or 5.5 per cell. 

This is the sixth time in the last three months that tl 
railroads have established new low records in the number of 
freight cars in need of repair. 

Freight cars in need of heavy repair on January 1 totaled 
85,617, or 3.9 per cent, a decrease of 2,595 cars compared - 
December 15, while freight cars in need of light repair totdl 
33,190, or 1.5 per cent, a decrease of 1,150 compared with De 
cember 15. +i 

Class I railroads of this country on January 1 had i 
locomotives in need of repair, or 13.6 per cent of the number 
on line. This was a decrease of 646 compared with the number 
in need of repair on December 15, at which time there welt 
8,308, or 14.7 per cent. ; 

Locomotives in need of classified repairs on Jet 
totaled 4,112, or 7.3 per cent, a decrease of 280 compared a 
December 15, while 3,550, or 6.3 per cent, were in need of id 
ning repairs, a decrease of 366 under the number in neee 
repair on December 15. 

Class I railroads on January 1 had 6,213 serviceable Joce 
motives in storage compared with 5,573 on December 15. 
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The Essentials of Service 


Reliability Direct Contacts 
Regularity 


THE REDWOOD LINE 


More Than Meets These Requirements 


It is The One Line That Gives Service To And From 
THE MISSISSIPPI VALLEY 


AGENCY OFFICES 


CHICAGO ST. LOUIS NEW YORK BIRMINGHAM 
MOBILE HOUSTON GALVESTON BEAUMONT 
ORANGE LAKE CHARLES SAN FRANCISCO LOS ANGELES 
PORTLAND SEATTLE TACOMA 


REDWOOD LINE, INC. 


| General Offices 
1421 New Orleans Bank Bldg. - 226 Carondelet St. 


NEW ORLEANS 
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THE BURLINGTON 
presents 


THE 


ANNIVERSARY 
FLEE | 


Three splendid new trains of matched 
Pullman equipment in which designer and 
decorator have contrived a harmony of 
masculine comfort and feminine gracefulness 
never before achieved in transportation. 


THE ARISTOCRAT 


Chicago—Omaha—Denver 


THE BLACKHAWK 


Chicago—St. Paul—Minneapolis 


THE AK-SAR~BEN 


ChicagomOmaha—Lincoln 








“There Are No Finer Trains 
in the World” 


Albert Cotsworth, Il., Passenger Traffic Mgr. 
The Burlington Railroad 
Chicago 


Burlington |i 
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Personal Notes 
hnttilsinioniipiiaaal 


E. R. Gustafson has been appointed assistant tra 
ager, Universal Atlas Cement Company, at Chicago, 
Randolph has been appointed assistant traffic mana 
Pittsburgh. 

Stanley Winborne, lawyer, of Murfreesboro, N. C., hag bee 
appointed a member of the Corporation Commission of North 
Carolina, succeeding Commissioner I. M. Bailey, resigned, who 
has resumed the position of counsel for the commission. 

Fred P. Woodruff has been elected chairman of the lowg 
commission. 

R. V. Craig has been appointed general traffic Manager of 
Allied Mills, Inc., at Chicago. He was formerly genera] trafic 
manager of the McMillen Company at Fort Wayne, Ind. 

C. E. Dempsey has been appointed general freight agoy; 
Cleveland and Buffalo Transit Company, at Cleveland, 0, gy 
ceeding H. B. Smith, resigned. 

C. O. Schwabe and W. W. Brammann have been appointej 
assistant traffic managers of the American Radiator Company 

T. J. Conners has been appointed general agent, C. ¢. ¢ 4 
St. L., at Cairo, Ill., succeeding V. E. Zehring, who died. 

The Cleveland Railway Business Women’s Association jj 
give its fourth annual banquet January 25 at the Hotel Cleyw 
land. There will be dancing and other entertainment. Ap jp. 
formal luncheon will be held the same day in the Clevelang 
Chamber of Commerce Club, at which officers from varioys 
clubs throughout the country will be present. The dinner yij 
be presided over by Mrs. Mary M. Dibble of the Chicago Great 
Western. The chairman of the banquet committee is Mildreg 
Broackway, of the Nickel Plate. Program chairman is Mrs. 
Meta Koncana, of the New York Central. Ida C. Gerdy, of the 
Northern Pacific, is chairman of the reception committee, Dr. 
A. Caswell Ellis, director of Cleveland College, will be the 
speaker. Other entertainment will consist of music by the Ney 
York Central Glee Club, under the direction of William A 
Hughes, and readings by Miss Lucille Pardee, of the Tucker 
School of Expression. Members of clubs at Chicago, Cincinnati, 
Detroit, Rochester and Twin Cities will be represented. On 
Sunday morning, January 26, Mrs. Dibble will preside at a busi 
ness breakfast, to which presidents and ex-presidents of all 
the clubs are invited, for the discussion of club activities and 
the furtherance of the work of the associations. On Sunday 
afternoon, a musical tea will be given guests and members in the 
ballroom of the Hotel Cleveland, 2:30 to 5:00 p. m. 

Appointment is announced of A. G. Gilmour, hitherto chief 
freight claim agent, Winnipeg, to auditor of freight claims for 
the Canadian National Railways, with headquarters at Montreal, 
succeeding Edward Arnold, who died. J. M. Resevear, general 
comptroller of the Canadian National, also announces the ap 
pointments of H. McDonald, as chief freight claim agent, a 
Winnipeg, with jurisdiction over the entire western region, suc 
ceeding Mr. Gilmour; T. Ginnelly, hitherto assistant freight 
claim agent, Vancouver, to be freight claim agent at Vancouver; 
C. F. Joyce to be assistant freight claim agent at Winnipeg, 
and J. W. Connell to be freight claim agent at Toronto. 

The Chesapeake and Delaware Steamboat Company (Greel 
Line), operating between Baltimore, Md., Philadelphia, Pa., Wit 
mington, Del., and Camden, N. J., announces the appointmen! 
of Harry L. Aldridge as traveling freight agent, with headquar 
ters at Baltimore. 

O. A. Kirkman, Jr., has been elected by the board of direc 
tors of the High Point, Thomasville and Denton Railroad 4 
counsel in charge of traffic. G. A. Ballew has been made solicit 
ing freight agent at High Point, N. C. 


The appointment of A. H. Price as general passenger agent 
of the General Steamship Corporation, with headquarters # 
San Francisco, has been announced by Harry S. Scott, president 
of the company. Mr. Price will take charge of the newly rer 
ganized and enlarged passenger service of the compaly, effec 
tive February 1, at which time he will leave his present post # 
manager of the travel bureau of the American Trust Compaty: 
Sven Soderblom, heretofore in charge of the companys aoe 
ger department, San Francisco, will continue handling his wor 
as district passenger agent, having under his immediate charge 
the northern California territory. Arthur Friberger, now 3 
tached to the Los Angeles office, will continue in a © R 
capacity in southern California, while V. A. Driscoll and J. F 
Stern will act as district passenger agents at Portland a 
Seattle, respectively. sl 

The following appointments, effective February 1, have nol 
authorized by the Pennsylvania board of directors as se : 
by J. E. Weller, assistant vice-president—traffic, Chicago: “© 
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Carload freight to and from 
all United States and Canada 
—electrically hauled— 
9 carload interchange 
connections 
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Electric operation on the C. A. & E. 
makes possible fast overnight han- 
dling cane freight to and from 
points on its lines. Shipments received 
one day are delivered— without excep- 
tion — the next day to destinations 
on the line or to connecting lines. 


Carload interchange connections 
with the following railroads :— 
Baltimore & Ohio Chicago Terminal. Chicago 


(Central Ave ) 
Chicago Great Western _..................-- .. Chicago 
(Central Ave.) 

Minneapolis, St. Paul & Sault 
SS EE eas, 
(Central Ave.) 
Indiana Harbor Belt _..................-.....--- ... Bellwood 





CN ES eee Elgin Jct. 
Elgin, Joliet & Eastern _..Wayne & Electric Jct. 
Chicago, Burlington & Quincy.Glenwood Park 
Chicago, Milwaukee, St. Paul & Pacific....Elgin 

(Renwick) 


For industries 
of any size 
there are un- 
excelled loca- 
tions in our 


A dependable service—fast, regular, 
and unusually flexible. 


territory. 


YCHICAGON 
AURORA AnD E_LGIN 


RAILROAD 





SUNSET LINES 


W. C. Ritter, Traffic Manager 
E. B. Dwyer, Gen. Pass. & Frt. Agt. 


Phone Randolph 0394 


79 W. Monroe St., Chicago 








The Traffic World ————____Y°1. 13, 





Vol. XLy, No.4 


McCorkle, now general coal freight agent at Pittsburgh, becg 
a coal traffic manager at Pittsburgh. He succeeds Seameat 
Latimer, who died recently. George R. Richardso el 4 


n, ; 
of the freight traffic bureau, Philadelphia, will become argc 
general freight agent at Philadelphia. H. H. Gray, now divs 


freight agent at Pittsburgh, will become assistant generaj frej 

agent at Pittsburgh. G. A. Sargent, now division freight wt 
at Pittsburgh, will become division freight agent at Chien 
Ohio, succeeding John E. Collins, who died. H. M, phijj 
division freight agent, Altoona, will succeed Mr, Sargent 
division freight agent at Pittsburgh.’ N. B. Fagan, now dist, 
freight agent, Baltimore, will succeed Mr. Phillips ag diyisi, 
freight agent at Altoona. G. A. Hill, now division freight go., 
at Chicago, will become assistant general freight agen; , 
Chicago. F. G. Shoettler, now dairy traffic agent at Chica 
will become division freight agent at Cincinnati, succeeding ER 
Coleman, who will be assigned to duty as special agent, —— 


ROLLING STOCK ADDITIONS 


The railroads on January 1 this year had more freight cars 
on order than on any similar date since January 1, 1926, accor 
ing to the car service division of the American Railway As 
ciation. Freight cars on order on January 1 this year totaly 
34,581. This was an increase of 21,545 cars above the number 
on order on January 1, 1929, and an increase of 21,524 car 
above the same day in 1928. It also was an increase of 133% 
cars above January 1, 1927, but a reduction of 6,213 cars unde 
the number on order on January 1, 1926. 

Of the freight cars on order on January 1, 1930, repo 
showed 19,337 Were box cars, an increase of 12,112 comparg 
with the same date last year. Coal cars for which orders hay 
been placed numbered 12,549, an increase of 8,947 compare 
with the number of such cars on order on January 1, 19% 
Refrigerator cars on order totaled 1,002; stock cars, 223: fy 
cars, 1,370, and other miscellaneous freight cars, 100. 

Locomotives on order on January 1 this year numbered 43) 
compared with 147 on the same day in 1929 and 93 in 1928, 0 
January 1, 1927, the railroads had 329 on order, and on January 
1, 1926, there were 471. 

New freight cars placed in service in 1929, according to 
complete reports for the year just filed by the railroads with 
the Car Service Division, totaled 84,894, of which box cas 
totaled 41,466; coal cars, 32,246; flat cars, 4,310; refrigerator 
cars, 3,522, and stock cars, 2,749. Other classes of equipment 
installed in service during that period totaled 601 New low 
motives placed in service in 1929 totaled 762. Freight cars or 
locomotives leased or otherwise acquired are not included in 
the above figures. 


N. P. LAND GRANT LITIGATION 


The Department of Justice is planning to submit to the 
federal courts for final adjudication differences between the 
government and the Northern Pacific Railway Company it 
volving certain lands included in the federal land grant to the 
railway. Provision for such disposition of the controversy was 
made in a joint resolution passed by Congress and the Depart 
ment of Justice is proceeding under that resolution. 

If it is determined that the Northern Pacific is entitled 0 
certain forest reserve lands, the value of the lands is to b 
determined and the railway paid for them. 

“It will be the aim of the railway company, and doubiles 
the aim of the government,” said Charles Donnelly, presidett 
of the Northern Pacific, “to expedite the litigation as much & 
possible, in conformity with the law’s requirements, and it is 
believed that a final settlement will soon be reached.” 


REVENUE PASSENGER TRAFFIC J 
In the ten months ended with October, 1929, Class ! 1 
roads carried 650,032,000 revenue passengers, a decrease § 
10,942,000 as compared with the corresponding period of 1928, 
according to revenue traffic statistics compiled by the Bureal a 
Statistics of the Commission from carrier reports. The 
senger reveue totaled $735,742,151 as compared with $758,992.24 
for the same period of 1928. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period - 
uary 1-7, inclusive, was 476,234, as compared with 447,141 bee 
for the preceding period, according to the car service ed 
of the American Railway Association. No shortage was repor' 
The surplus was made up as follows: — 

Box, 210,561; ventilated box, 720; auto and furniture, on 7 
box, 253,826; flat, 12,033; gondola, 89,933; hopper, 76,498; wr erat. 
166,431; coke, 392; S. D. stock, 24,184; D. D. stock, 4,105; refrig' 
13,895; tank, 410; miscellaneous, 958. 0. auto 

Canadian roads reported a surplus of 31,000 box, 2,5 Ar” 
and furniture, 1,100 flat, 300 gondola, 1,250 S. D. stock am 
refrigerator cars. 
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= COME TO US.... 


The simplicity and positive effectiveness of our modern 
methods induces many graduates of other traffic schools 
to enroll with us for more thorough training in Traffic 
Specialization and Traffic Law. * * * This fact is a most 
convincing testimonial of the value of our using carriers’ 
tariffs, I. C. C. rulings and regulations, federal and state 
judicial decisions, as text books instead of the theoret- 
ical interpretation of these documents prepared by some 
individual. * * ** Under our method of training the 
student uses exactly the same “‘tools”’ he will later use 
in his daily traffic work. It is all so simple, so easy, 
that any man with an ordinary school education can 
readily grasp it and the study of freight traffic never 
becomes a task. 









ore the Sun has Made its Round 


imports have been safely transported 
from the Customs at Vera Cruz to 


— in 23 hours 
PUFBLA — zz 20 hours 


VERA CRUZ is 


- THE MEXICAN RAILWAY (Electrified) 
roa ; is the Only Standard Gauge Line. 


It Is the Shortest Line. 


NEW ORLEANS—AMERICAN FRUIT LINE 
NEW ORLEANS—CUYAMEL FRUIT LINE 
NEW YORK—WARD S. S. LINE 


E THE MEXICAN RAILWAY—Vera Cruz Route 


Chica 











go, [ll., 648 Marquette Building 


W. F. PATON, General Agent 








Academy of Advanced Traffic 
299 Broadway, New York, N. Y- 
(Worth 5820) 


Ship Via Water and Rail—Lowest Rates 
WEEKLY STEAMER SERVICE TO VERA CRUZ FROM 


New York, N. Y., 82 Beaver Street 
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A MISSING & 
TARIFF 


can cause a lot of trouble. It may 
be the cause of getting out a car 
today that could have been held 
over until tomorrow to take 
advantage of a reduction. It may 
mean a lost opportunity to hurry 
out a car today to forestall 
tomorrow's advance. 


















ns 
+ 


And every traffic manager knows 
the delay and grief incident to set- 
tling overcharge and undercharge 
claims resulting from shipping 
under rates that have been revised 
without his knowledge. 








The traffic department in which 


The Traffic Bulletin 
















is checked over each week r 
is spared these expenses S 
and annoyances, for in S 
THE TRAFFIC BULLETIN < 
is printed a complete list of be 





the tariffs filed with the Com- 
mission in the current week 


Last week’s TRAFFIC BUL- 
LETIN contained over thirty other 
items of almost equal importance 
to the shipper. May we send you 
a copy? 


The Traffic Bulletin 


i] 418 S. Market St. Chicago, Illinois 
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LY, Docket of the Commission 





V Rs 





NOTE—Items in the Docket marked with an asterisk (*) 
having been added since the last issue of The Traffic Wor| are ten, 
lations and postponements announced too late to show the cha net 
this Docket will be noted elsewhere. Change in 
January 27—Washington, D. C.—Assistant Director Burnside: 

Finance No. 8012—Application B. & O. R. R. for authority to ao. 
control of the Buffalo & Susquehanna R. R. Corp. by zen peau 
capital stock. Chase of 


January 27—Washington, 
Carney and Mullen: 
17000—Part 12, Rate Structure Investigation, Non-fF 
(and cases grouped therewith) (adjourned hearing) 


January 27—Washington, D. C.—Examiner Walton: 

Finance No. 3701—In re Excess Income of Detroit Termina) p 
(further hearing for purpose of receiving evidence phe, 
accounting for money received by Detroit Terminal from Din 
General of Railroads, etc.). q — 


January 27—El Paso, Tex.—Examiner Fleming: 
Fourth Section Applications Nos. 263 et al. of E. 
(except those portions heretofore disposed of). 


January 27—Chicago, Ill.—Examiner Clifford: 
22740—National Assn. of Furniture Mfgrs. vs. A. A. R. R, et al, 


January 27—Argument at Washington, D. C.: 
1. & S. 3243—Coal to Southeastern and Carolina territories (and 
cases grouped therewith). 
Finance No. 7492—Proposed abandonment of part of branch line fn 
Bon Homme county, S. D., by C. M. St. P. & P. Ry. . 
Finance No. 750i1—Proposed abandonment of Norway Branch by 
cS m. SF & E.R. KR. 


January 27—Abilene, Tex.—Examiner Sullivan: 
Finance No. 7945—Application Abilene & Eastern Ry. for authority 
to construct a line of railroad from Abilene to Cross Plains, Tq 


January 28—Kansas City, Mo.—Examiner Disque: 
1. & S. 3130—Consolidated Southwestern Cases (in so far as th 
schedules under suspension concern cloth, shade and window ho 
lands, plain, uncut and undecorated, etc.). 


January 28—Columbus, O.—Public Utilities Commission of Ohio: 
Finance No. 7888—Joint Application of Pennsylvania, Ohio & Detroit 
R. R. and Pennsylvania R. R., Lessee, to abandon s0-callej 
Montgomery Branch in Hamilton county, Ohio. 


January 28—Greenville, Tenn.—Examiner McChord: 
22702—Greene County Chamber of Commerce vs. Southern Ry. 


January 28—Argument at Washington, D. C.: 
Finance No. 7308—Use of Pennsylvania Terminal in New York City 
by Long Island R. R. 
Il, & S. 3282—Coal, bituminous, ex river, from Colona and Conway, 
Pa., to Youngstown, O. 
Finance No. 7353—Application Long Island R. R. for authority tp 
abandon a part of its Whitestone Branch. 


January 29—Indianapolis, Ind.—Examiner Clifford: 
1. & S. 3362—Scrap iron and steel from C. F. A. territory to Kokomo, 
Ind., and other Indiana points. 


January 29—Argument at Washington, D. C.: > 

1. & S. 3301—Proportional rates on grain products from Illinois june 
tions to points in Central territory. 

1. & S. 3320—Pitch and tar in Central territory. 

19895—Nuckolls Packing Co. vs. A. T. & S. F. Ry. et al. 

Finance No. 5897—Deficit Status of Mississippi & Western R. R. 

Finance No. 7737—Construction of branch line by P. & W. Va. By. 

22677—Red Wing Milling Co. vs. A. C. & Y. Ry. et al. 

22686—Atkinson Milling Co. vs. A. A. R. R. et al. 
January 29—Washington, D. C.—Examiner Molster: 

Finance No. 8034—Application Oklahoma City-Ada-Atoka Ry. fo 
authority to acquire control of Oklahoma City-Shawnee Interurban 
Ry. by purchase of capital stock. 

January 30—Washington, D. C.—Examiner Davis: : 

Finance No. 7961—Application C. & O. Ry. for authority to acquit 
and operate railroad and other properties of Hocking Valley Ry. 

Finance No. 8002—Application C. & O. Ry. for authority to iss 
capital stock and to assume certain obligations and liabilities. 


January 30—Argument at Washington, D. C.: 
19747—Morris Gofnick and Dave Gofnick, co-partners, doing busi- 
ness as Morris Fruit & Produce Co. vs. C. R. I. & P. Ry. 
19926 (and Sub. 1 and 2)—Advance Rumeley Thresher Co., Inc, # 
al. vs. A. & V. Ry. et al. (and cases grouped therewith). 


January 30—Bluefield, W. Va.—Examiner McChord: at 
22602 (and Sub. 1)—Bluefield Produce & Provision Co. vs. N. & ¥ 
Ry. et al. 
January 30—Sioux Falls, S. D.—Examiner Disque: PR 
= Cement Commission (of S. D.) vs. A. T. & S. F 
et al. 
22780—Lehigh Portland Cement Co. et al. vs. C. R. & I. C. Ry: “4 
22691 (and Sub. 1)—Dewey Portland Cement Co. et al. VS. A. f. 
S. F. Ry. et al. 
January 30—Little Rock, Ark.—Arkansas R. R. Commission, » i 
Finance No. 7956—Application Ozark & Philpott Valley RB. ™ ) 
authority to construct a line of railroad in Franklin County, - 
January 31—Chicago, Ill.—Examiner Fuller: 
22422—-Missouri Gravel Co. vs. C. B. & Q. R. R. 
22423—Missouri Gravel Co. vs. C. B. & Q. R. R. et al. Red 
22267 (and Sub. 1)—Missouri Gravel Co. vs. C. B. & Q. R. 
(adjourned hearing). 


January 31—Argument at Washington, D. C.: 
20482 (and Sub. 1 to 5, incl.)—R. T. Vanderbilt Co., Inc., et al, 
A. C. L. R. R. et al. (and cases grouped therewith). 


TIDEWATER COAL SHIPMENTS - 

The total quantity of soft coal handled by the five om . 

tidewater ports—New York, Philadelphia, Baltimore, Hani, 
Roads, and Charleston—amounted to 38,050,908 net tons i 


D. C.—Commissioner Eastman, Examinen 
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GHIPMENTS under through bills of lading 
are moved across the border with utmost 
expediency; movement to final destination is 
resumed without delay, once shipments are 
cleared through customs house. 


Customs Agencies 


The National Railways of Mexico maintain official cus- 
toms agencies at El Paso, Eagle Pass, Laredo and Browns- 
ville, Texas, which are fully equipped to handle all 
shipments. The employment of these meies affords 
many advantages, particularly in billing customs and 
incidental charges including importation duties to be 
collected at destination. 


Fast Freight Service 


Allimport freight receives prompt and careful attention; 
is forwarded to destination on daily fast freight trains. 


For Complete Information 
Communicate with 


F. P. De Hoyos, Gen. Agt. G. B. Aleman, Gen. Agt. 
1515 Penn Bldg. 2195 Ry. Exch. Bldg. 
New York City St. Louis, Mo. 
F. N. Puente, Gen. Agt. A. Horcasitas, Com. + a 
441 Monadnock Bldg. 414 Whitney Bank Bldg 
San Francisco, Calif. New Orleans, La. 


F. C. Lona, Com. Agent F. Alatorre, Com. Agent 
1249 Marquette Bldg. 815 Pacific Electric Building 
Chicago, Illinois Los Angeles, Cal 


Laredo to Mexico City . . . 53 Hours El Paso to Mexico City . . + 101 Hours 
Eagle Pass to Mexico City . . 67 Hours Brownsville to Mexico City . 69 Hours 


NATIONAL RAILWAYS OF MEXICO 


Statistics— 
Their Importance . 


Not only in general research but also in forecast- Whether they relate to production, transportation 
ing operating or other results, accurat: statistics are (domestic or foreign), distribution, consumption, 
indispensable. They indicate the current trend, the or anything else—if they are available to the public 
future trend, and what the trend has been in the at all—we can promptly supply your needs. We 
past. They are the barometer of business of all will carefully prepare statements for any particular 
kinds—they are the “signs of the times.” To the work; we will also regularly report statistics affect- 
business executive, the business lawyer, sales man- ing your business as they are periodically collected. 
ager, and traffic manager, statistics are what the Ask us for particulars. We are— 
compass and sextant are to the navigator. They 
help to steer correctly. The elaborate 1930 census “At Your Service” 
now planned by the government indicates the ever- 
increasing demand for statistics. Little, if any, im- . ° 
portant business can be conducted without knowing The Traffic Service Corporation 
the statistical trends. Mills Bldg. Washington, D. C. 
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Profits in the 
Shipping Room! 


Most firms do not expect profits from their shipping 
departments, but if you could cut 5 to 20% from 
your packing and shipping expense, that would 
naturally increase the net profit just that much. 


Through the application of Signode Tensional Steel 
Strapping, we have accomplished these savings for 
many firms. Don’t you think it would pay you to 
let us check up with you? Our work is entirely 
free from obligation or high pressure. Let us hear 
from you today. 


Signode Steel Strapping Co. 
2613 N. Western Ave., Chicago, III. 


SIGNODE 


The Sealed Steel Strapping 


We alse manufacture reund wire tensional reinfercements, wir 
tying machines, all forms of nailed strapping, pail clasps, 
clutch nails, tag fasteners, etc. Write for general catalog 


0 | Ship by Water 
WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Oakland, Seattle, Tacoma and Portland 


FROM 


BALTIMORE AND NORFOLK 


FAST FREIGHT SERVICE 


SAILING FROM 
BALTIMORE} NORFOLK 


Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 


For rates, dates of sailings and other information apply to 
WILLIAMS STEAMSHIP CORPORATION 


8 Bridge Street, New York, 
BALTIMORE, MD. 


Telephones: Whitehall 10398-9 


PITTSBURGH, PA. NORFOLK, VA. 
39 South St. Oliver Bldg. Law Bldg. 
Phone: PLAZA 7377 Phone: ATLANTIC 1432 Phone: NORFOLK 21265 


And at our Branch Offices at ports of call, etc. 
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according to the Bureau of Mines of the Department og 
merce. This exceeded the figure for 1928 by 3,332,596 to m 
9.6 per cent, and was slightly higher, 212,296 tons “ges 
for 1927. ut 
Shipments via tide to New England were approxi: 
1,000,000 tons greater than in 1928. Shipments destined 
export increased 399,409 tons, or 16.3 per cent. h 
Of the five ports, Hampton Roads, which ordinarily hand] 
nearly 90 per cent of the coal billed to New England, shy 
the greatest increase for the year. The average tony 7 
dumped at the three piers amounted to 22,363,615 tons in - 
parison with 19,968,954 tons in 1928. Baltimore showed 7 
next largest increase, and Philadelphia, New York and Charie 
ton gained in the order named. : 


COST OF LOCOMOTIVE FUEL COAL 


The quantity and average cost per net ton of coal used } 
Class I railroads in locomotives in yard switching ang try 
portation train service in November, 1929, and 1928, accopains 
to the National Coal Association, were as follows: ; 


1929 


Eastern Southern Weste.. Unite 
District District District Stats 


Net tons used 4,606,214 1,987,953 2,865,806 9,459 % 


Average cost per net ton: 
Including direct freight charges $2.40 $1.97 $2.58 $237 
Excluding direct freight charges 1.83 1.67 2.44 Ly 


1928 


Net tons used 4,777,075 2,087,960 2,893,967 9,759,089 


Average cost per net ton: 
Including direct freight charges $2.48 $2.02 $2.68 $24 
Excluding direct freight charges 1.90 1.71 2.53 2% 


The averages, both those including direct freight charg 
and those excluding such charges, as shown above, incluég 
charges for labor and supplies incidental to the handling of th 
coal. 


RAIL BRIDGE PLAN HELD UP 


Plans submitted by the Missouri Pacific Railroad Compay 
for reconstruction of its existing bridge across the Ouachits 
River at Arkadelphia, Ark., were recently approved by the Wa 
Department without the holding of a public hearing, whid 
was deemed unnecessary. Since the approval of the plan 
however, protests have been made by citizens of Arkadelphi 
to such approval on the grounds that, due to the improvement 
of the Ouachita River in connection with the flood program, the 
bridge in the near future may become an obstruction to navig 
tion if reconstructed in the manner proposed. As a consequence 
the district engineer at Vicksburg has been instructed to with 
hold delivery of the approved plans to the railroad compat 
until a public hearing is held to determine whether the com 
plainants have any objections of such a character as to require 
the railroad company to modify the approved plans. 


AIR MAIL VOLUME 

Owing to unusually bad flying conditions immediately pre 
ceding the Christmas holidays, the worst experienced since the 
inauguration of the air mail service, due to dense fogs and low 
atmospheric pressures in nearly every section of the United 
States, the amount of mail transported by air for December 
1929, was 4,352 pounds less than that arried for November, 
according to figures made public at the Postoffice Department 

The total number of pounds carried in the air for Dece 
ber, 1929, was 618,809, as against 623,161 for November. The 
daily average for December was 24,752 pounds, while for ‘0 
vember the daily average was but 20,772 pounds. 


SIX-DAY WEEK FOR RAIL EMPLOYES 


Nearly 3,000 Pennsylvania Railroad shop employes who lat 
heretofore worked seven days a week will be placed on 4 — 
week, effective February 1, as the result of agreement ! 
the regional committee of shop crafts employes, it 1s ee 
by W. C. Higginbottom, general manager of the Pennsyl¥ 
Western Region, Chicago. ; 

Due to the nature of their work in connection with 
operation of Pennsylvania trains 24 hours a day every day 
the week, the shop employes affected have heretofore been 
duty every day. anit 

“This weekly relief day not only will provide an oppo r 
for rest and recreation for these employes, but it will also £ 
employment to an additional number of men in line with 
dent Hoover’s policy,” said Mr. Higginbottom. 


“The new arrangement is also in line with similar ®) 


taken in recent years by the Pennsylvania in providing 3 
day each week for signalmen, telegraphers, clerical ané § 
forces.” 


R111 TTT 





PAGE 271 


The Traffic World 


FIREPROOF WAREHOUSES | ON TRACK 
hy fm the DISTRIBUTION of 
ee rates 15 cents. Loans ne- 
& Sterage Company 


Foreign Freight 
Forwarders 


Established 1884 


).Cc. ANDREWS & CO., Inc. 


27-29 Water Street, New York, U.S. A. 


Boston Office: 
92 State Street 


In the 


Market 
Early 


Timely arrival of your goods to and 

from the Orient wins satisfied cus- 

tomers. Your shipments get there in 
express time if you route them over 
the American Mail Line. There's a 

‘President Liner"’ sails from Seattle 
every other Saturday. Arrivals from 
the Orient every alternate Monday. 
Through bills of lading issued to all 
Oriental ports. 


For shipments to and from Shanghai, 
Amoy, HongKong, Philippine Islands 
six express “Cargo Liners” maintain 
regular, dependable service. 


—- KEHOE, Gen. Eastern Agt., 32 Broadway, New York 
G. ROCHE, ine. Gen. Agt. R.W. Brase. | Gen. Agt. 
Bank Bidg. 110 So. Dearborn St. 
Chicago, ai 


1519 os L. BATES, Gonenst Svatens a 
76 offices in 22 countries at your service 


American Mail Line 


jppniinvsreen 


«ALE 


a emaece ~ tos N. Y. 


GENERAL MERCHANDISE STORAGE 
Distribution 


The only modern Stpeehoative Warehouse fully equipped and centrally 
located in the City of Rochester 


{nsurance rate 12 cents 
Located on private siding of the ety teres pad aathen a Pletoburgh Re Ratlway, 
switching at Rochester rate with all steam 


B. R. & P. WAREHOUSE, Inc., Rochester, omg Y. 


LOS ANGELES and SAN FRANCISCO 
CALIFORNIA 


Modern Fireproof Warehouse Space in 
Los Angeles and San Francisco 
Free and U.S. Customs Bonded Storage 
Insurance rate as low as 16.2c 
Storage — Forwarding — Distribution — Cartage 


Space leased fer Private Warehouse, Office and Display 
Desk Space with Desk and Office Service Rented 


We can serve you in seme capacity in Los Angeles or San Francisce 


and weuld suggest that you complete your file by requesting 
the rates for our specialized service. 


UNION TERMINAL WAREHOUSE COMPANY 
731 Terminal Street Los Angeles, California 


San Francisco Office, 9 Main Street 


Ship 


to Mexico 


By Steamer 


NEW YORK TO 
Vera Cruz ana Tampico 


Through Bills of Lading to all points on the Mexican 
Railway or National Railways of Mexico 


Regular Service from New York 
to Progreso and Puerto Mexico 


New YorkK AND Cusa Marz S. S. Co. 


WARD LINE 


Pier 13, E. R., Foot of Wall St. New York City 
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LEONARD’S GUIDE 


FREIGHT, EXPRESS, PARCEL POST 


Rates and Routing 


All in One Book! 


G. R. Leonard & Co. 


188 N. Clark St., Chicago 


Merchandise 
Storage 


2000 Carload 
Capacity 


18 E. 26th St., New York 


Chicago’s and Kansas City’s 
Most Modern Warehouses 


Pooi Car 
Distribution 


SERVE THE GROWING SOUTHWEST 
MARKET FROM DALLAS 
—THE CENTER! 


Dalla 


Headquarters to 


merican Business—2,000 


{i 
national and sectional 


concerns 
intain branches in Dallas. 


Write for Literature to: 


INDUSTRIAL DALLAS, Inc. 
1531 Chamber of Commerce Bidg., Dallas 


REAL 
SALARY 
INCREASES 


for 


TRAINED 
TRAFFIC 
MEN 


How men in routine traffic work have increased 
their earning power through expert training. 


Every traffic employee today should 
realize that Traffic Management — as 
practiced by men of thorough training— 
offers very substantial opportunities. The 
TrafficMa r whois really skilledin the 
technique of his profession commands a 
large salary and high standing in his com- 
pany because his work affects vitally the 
most intimate elements of the business. 

Upon him depends the flow of produc- 
tion and distribution. Through lowered 
costs, prevention of losses, better pack- 
ing, quicker deliveries, and in scores of 
other ways he effects enormous savings 
for his employer. Heis consulted on loca- 
tion of branches, warehouses, new plants, 


LaSalle Extension University, Dept. 195-TB, Chicago, Ill. 


and additional sources of raw material. 
His intelligent handling of cases before 
the Interstate Commerce Commission 
often results in economies for his em- 
ployer running into the tens of thousands 
of dollars. Our interesting 64-page book, 
“Opportunities In Traffic Management,”’ 
tells the complete story. Every traffic 
or railroad employee should read this 
book. Send for it today. Learn how 
LaSalle home-study training in Traffic 
Management has helped many men up to 
the bigger-pay traffic positions. Write 
us today for all the facts. Your inquiry 
will not obligate you in the slightest. 


MILEAGE TABLE 


Showing 


Shortest Distance, Routes and Factors (com- 
prising through distance) via which carload 
traffic can be moved without transfer of lading, 
between 8,000 pairs of important stations in the 
states of Arkansas, Colorado, Illinois (Thebes 
only), Kansas, Louisiana, Missouri, Nebraska, 
Oklahoma, Texas: and reference to the lawful 
Mileage Tables on file with the I. C. C. from 
which they were computed, also list of Inter- 


change Points. 


Price $10.00. 


Cc. M. MONTFORT P. O. Box 887, St. Louis, Mo. 
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REFUND OF INTEREST TO RAILROADS 


A bill (S. 3199) authorizing refunds to certain rajj, 
interest erroneously collected on account of overpayments yu. 
the guaranty section of the transportation act has been j 
duced by Senator Couzens, of Michigan, and referreg Phy 
committee on claims. The bill authorizes a total retung 
$48,852, apportioned as follows: Louisville Bridge & Top, 
Railroad Co., $29,488.88; Morgan’s Louisiana & Texas Ray, 
Co., $8,639.83; Gulf, Texas & Western Railway Co., $2619 
Leavenworth Terminal Railway & Bridge Co., $2,902.68. Ban 
& Aroostook Railroad Co., $2,203.87; Birmingham & Soyth, 
ern Railway Co., $1,518.50; Northern Alabama Railway 4 
$991.06; Paris & Great Northern Railroad Co., $353.53; } 
& Rye Valley Railroad Co., $112.38, and Mount Hope Ming 
Railroad Co., $29.79. 


POSITIONS WANTED OR OPER 


WANTED—Man not over 35, with railroad experience, to wy 
in traffic department, large milling concern; must be thoroughly 
petent to check grain and flour rates and handle milling in 
Address L. L. S. 260, care Traffic World, Chicago, IIl. 


WANTED—Second-hand Wetzel drop front tariff file. Addregg 
E. N. 262, care Traffic World, Chicago, Ill. 


APPROVED BY AUTHORITIES because they are simple, 
curate, concise. Traffic department forms promote faster han@ 
of your orders. Eliminate extra clerical work through guarante 
perfect printing. Send for your free copy of folder today, 
Traffic Service Corporation, Merchandise Department, 418 South 
ket Street, Chicago, Ill. 


We Bind The Traffic World 


dementia mamma 
In Best Grade Buckram for $2.25 Per,Volume (26 Numbers) 
Prompt Service and Quality Work Guaranteed 
We also Bind All Kinds of Publications 


The Book Shop Bindery — 


350-364 West Erie Street 


SBURGH DISTRIBUTION 


) 
Gry storage distribution ean be most successfully sceomplittel 


Distriet population through the 
inte eo coe of pulldee cininie & 


TERMINAL BUILDINGS 


Ittebergh Terminal Warehouse & Transfer Company : 
Pittebergh, Poansyivesit 


A COMPLETE SERVICE 
for the warehousing and 
distribution of merchandise 
to Ilinots points. 


WAREHOUSES 


MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTIONS 


Warehouses Located in Heart of Railread District and Jobbing Trade 


FEDERAL COMPRESS & WAREHOUSE COM 


589 South Front Street, MEMPHIS, TENN. 


TRUCKING 


EST. 1857 


JOS. STOCKTON TRANSFER C0. 


1020 SOUTH CANAL ST.—TEL. STATE 3694 


CHICAGO 








